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UncleSam Uses Over 100 ElectricTrucks || 


Hight navy yards, three arsenals, the government office in Washington; one naval 
hospital and two army depots use Electries;in Manila over forty (40) are used by the 
War Department and the Philippine government. 


That’s what Uncle Sam 
thinks of Electric trucks for 
work the truck horse or army 
mule used to do. 


But that isn’t all. Over sixty 
(60) are used in mail transfers ‘ 
and parcels post work in New 
York, Washington, Indianapo- 
lis, ete. Twenty (20) 2-ton G. 
V. Electric trucks were recent- 
ly bought for mail transfers in 
New York. 


As pareels post deliveries ex- 
pand we shall see more and 
more Electrics added. They 
are simple to operate and their 
upkeep is much less than horses or other trtick® for the grind of city work. Over 
1,500 Electrics in department store service, too. 





(This 5-ton G. V. Electric is hauling smoke/ess pcuder fér Uncle Sam) 


It pays to buy the best, and the high grade Electric is supreme in its field. Let 
us figure with you on a modern delivery system. 
Write for Catalogue No. 104. 





_| | GENERAL VEHICLE COMPANY, Inc. 
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SUPPLEMENTAL DIGEST OF DECISIONS 


Under the Interstate Commerce Act 
By HERBERT C. LUST 
Supplemental to the original Lust & Merriam Digest. Brings you down to date 
We will pay cash or royalty for manuscripts on traffic subjects. 
THE TRAFFIC LAW BOOK COMPANY . 846 Otis Building, CHICAGO, ILL. 


Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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NEW ORLEANS, La., and JACKSON, Miss. 
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NORTH, EAST, SOUTH anp WEST nv FOREIGN 
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The other day an ocean liner 
sailed into the port of New York, 
carrying, among other things, four 
cases of feathers for a Chicago 
dry-goods store. 


There were a number of women 
in Chicago who imagined that they 
wanted those feathers; and they 
were bothering the store manager 
with impatient demands. So there 
came telegraphic orders to the 
store's branch in New York to 
rush the feathers through at top 
speed. 


The New York manager lost no 
time—he« got the general agent 
of a certain express company on 
the ‘phone and stated his problem. 


‘| understand,” the general 
agent replied. ““We'll take care of 


you. 
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What Is Personal Service ? 










That Was An Instance of 


Personal Service 
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As the big ship docked late that 
afternoon an express truck stood 
on the pier. Customs was expe- 
dited and the feathers were hurried 
to the express depot, where a fast 











train (all express cars) was about 
to start for the West. 


At nine o'clock on the second 
morning, the feathers were selling 
over the counters of the Chicago 
store—and that store was main- 
taining its golden reputation for 
prompt service to its patrons. 
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ADVANCE RATE DECISION. 


The evidence is all in, and the case will be ready 
for the jury as soon as argument has been made in 
the advance rate case before the Interstate Com- 
merce Commission. The expectation is that there 
will be an early decision, and it is to be hoped that 
the expected will happen. But it is no small task 
the Commission has before it. As in every 
case to which there are two sides, as there are in 
most cases, there has been conflicting evidence in 
the hearing on this application of the eastern rail- 
roads for an increase in freight rates. The mass of 
the accumulated record is almost appalling, but the 
Commission has heard all the testimony and will, no 
doubt, be able to weigh it carefully and fairly. If the 
income of the roads is not sufficient for a fair return 
on the honest investment in them, and there is no 
showing of bad management such as to account for 
the shortage of revenue, then they are entitled to 
an increase by some method or other. But if it 
Shall prove that their figures are incorrect, or that 
they have been reducing their working forces merely 
or the sake of effect, or that their losses can be 
attributed to inefficiency, then the increase will and 
should be denied. 

Just one way out of the first part of this proposi- 
tion occurs to us, and that is that the Commission 
might hold that the roads are not earning sufficient 
revenue to give them a proper return on investment, 
and that they are economically and efficiently man- 
aged, and yet deny them an increase in rates on the 
ground that the roads are only suffering from a gen- 
eral depression or falling off in business, and that 
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their rates will be ample as soon as business “picks 
p.” 

And the matter is not simple even if the Commis- 
sion shall decide that an increase in rates is justi- 
fied. There will still remain the question as to how 
additional income is to be obtained—whether by a 
flat increase in rates, by an increased charge for spe- 
cial service, by a new charge for services that hither- 
to have been given without charge, or by a cutting 
down of allowances to shippers. There are as many 
views on these questions, almost; as there are kinds 
of service and shipping business. 

The case is one which cannot be settled by popu- 
lar opinion, or by political expediency, and in this 
connection we may say that we do not believe the 
President of the United States has made or will 
make any attempt to influence the opinion of the 
Commission. It may be, and doubtless is, true that 
he hopes, with many others, that the railroads are 
right in their contention that they need higher 
rates, and that readjustment on the basis of their 
desires will bring about a revival in business, but 
we believe he is content to leave the case with the 
Commission, where it can only be determined on the 
basis of incontrovertible facts. 


= 


SOME OF THE RATE EVIDENCE. 


With all due respect to Clifford Thorne, the able 
chairman of the Iowa Board of Railroad Commis- 
sioners, and to other thoughtful men whose views 
are similar to his, it seems to us that in all the dis- 
cussion as to the proposed advance in railroad 
freight rates, there has been no weaker argument 
advanced on either side than the suggestion that 
the thousands of employes laid off by the railroads 
have been discharged merely as a means by. the lat- 
ter of proving the low ebb of their business and thus 
influencing the decision of the Interstate Commerce 
Commission. The railroad business is in no way 
different from other large industries with expensive 
equipment. The railroads do not stop their ma- 
chinery when there is any safe way to keep it.going. 
It may be that a low freight rate is not the chief 
reason, or even any reason, at all for this slackness 
in railroad business, or that an increaséd raté would 
not start the wheels again, but that the railroads 
are going to such lengths to make their case strikes 
us as being a bit absurd. 

Mr. Thorne did score a point, however, when he 
brought out on cross-examination that the worst of 
the business depression from which the railroads 
have suffered has come since the application for an 
increase in freight rates was made. This, of course, 
is not necessarily or absolutely final. If the rail- 
roads need an increase they need it, no matter when 
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their application was made, but neverthéless it does 
go to show the inconsistency of some of the rail- 
It is worthy of note that Vice- 
the New York Central 
road thinks the necessity for the reduction of rail 


road arguments. 
President Hardin of Rail- 
way working forces should not be discussed in con- 
nection with the application for an increased freight 
rate. The falling off in railroad business, he thinks, 
is a commercial situation, traceable to general busi- 
ness conditions. Decrease in business, he says, has 
been felt in both freight and passenger service. 
LEADERS IN TRAFFIC 
The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


Thomas N. Miranda, chief of the Tariff Bureau of the 
Hartford & New York Transportation Co. 
State Line,” the ‘“Merchants-Bridgeport 


(operating the 


“Bay Line” 


THOMAS N. MIRANDA. 


and the “Hartford Line’), and the Maine Steamship Co. 
(operating the “Portland Line” “Boston Line”), 
at New York City, was born at Ohio, May 10, 
1882, from a line of ancestors identified with 
transportation lines from practically first days of 
steam locomotion. 

He began railroad work with the Pittsburgh, Fort 
Wayne & Chicago Railway at Canton, Ohio, in 1896, as 
night clerk in the local freight office. In 1899 he be- 
came chief rate clerk of the traffic department of the 


and the 

Morrow, 
were 
the 


who 
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Chesapeake & Ohio 
later was 


Ry., 
transferred to 


Charleston, W. Va., 
Richmond, Va., in 
capacity. In 1901 he became auditor of the | 
Freight Line billing for the C. C. C. & St. L. Ry. 
Springfield, Ohio. In 1902 he became Chief rate c!| 
of the traffic department of the Plant System, at Jac} 
sonville, Fla., and in 1904 became chief clerk of 
traffic department of the Florida East Coast Railway 
the same point. 

In 1905 he took a position as general manager o 
promoting corporation engaged in 
industrial development work which 
the Mason-Miranda 
January, 1908, when 
sistant president 
way at Portsmouth, Va. 

Jan. 1, 1910, he was appointed 

agent of the Potomac & 
(Norfolk-Washington 
1910. 
same 


at an 
year 


same 


electric 
later 


railway 
know 
he remained unti 
appointed statistical 
Seaboard Air Line Rail 


became 


as Co., where 


he was 


to the of the 
general freight an 
Chesapeake Stea1 
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Washington, D 

properties 


passenger 
ship Co. 

in 
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Line), 
transferred 
for the entire 

Steamship Co. 
of 
Lines 


he was 


capacity 


May, 
the 
Potomac & 


to 
of t 
Chesapeake 
July 1, 1910, he became chief 
the United States Bonded 
York Transportation 
Steamship Co.), at 
progressive young traffic the metropolis, 
fied with a number of organizations and 
popular and transportation 
known 


the tariff 
(The 
Joy Steamship 


York. He is 


for 
New 


Maine 


Co., 
New 
men 


Co. al 
one of 
of ide 
societies, ar 
shipping circles. He 

of the rate in New York Cit 
He is also a contributor to magazines and periodicals 
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NEW HAVEN INQUIRY BEGINS 


D. C, April 10.—The 
vestigation under the Norris resolution directing it to fi! 


Washington, Commission’s in 


bureau 
Hartford & 


1 


i 


out what was done with the money obtained from financial 


operations of the New Haven Railroad was begun under 
difficulties to-day. Samuel Hemingway and H. V. Whipple 


officers of the Billiard Co., supposed to be the agency of 


inside operators in those deals, on advice of counsel, re- 
fused to answer questions as to their company, claiming 


constitutional privilege. A. S. May, treasurer of the New 
Haven, answered, however, and the investigation may 
able to proceed in that way. 


NEW DECISION 


THE TRAFFIC 


Colorado 


SERVICE NEWS BUREAT 
Building, Washington, D. ( 


The Commission, in the complaint of H. E. Wallingford 


against the Atchison and others, holds that class D ratin 
on unjust 
shipments 
Nebraska, 
rating will 
awarded. 


cement and unreasonable « 
between Kansas City and points in Colorad 
Kansas and Oklahoma and that the class 


reasonable for the future. Reparation 


silo staves is 


be 


™he class D rating applies throughout Western Cla 
fication territory, but the Commission did not feel v 
ranted in making its order to cover anything other t 
the territory covered by the complaint. The 36,000-po 
minimum of class E rating is to be observed, altho 
cement silo staves generally load 44,000. The Commiss 
holds them to be analogous to cement building bloc! 
which take E rating, and not to wooden silo staves, whi 
load less heavily. 
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CURRENT TOPICS IN WASHINGTON 


Union Lime Case Decision —In 
view of the fact that so much im- 
portance is attached to the Union 
Lime case decision by those who have 
been resisting the Commission on 
the tap line and industrial railroad 
matters and the proposal to impose 
a separate charge for switching, the 
query arises as to whether those who 
believe that those decisions are right 
and that there should be a separate 
charge for switching, are not presenting their views at 
the wrong place. Ought they not to be presenting them 
to Congress? That is the body that makes the law. The 
Commission and the courts only construe it. The Com- 
mission, of course, also enforces that which it construes, 
but it has no legislative powers. If those who regard the 
(inion Lime case as controlling in the Los Angeles, tap 
line and industrial railways case, if it ever gets to the 
courts, are right in the view they take of the importance 
of that decision, it follows that the questions presented 
in those matters are closed and Congress is the only 
branch of the government that has the power to change 
what the courts declare Congress intended to enact. In 
the final analysis, the whole matter will get to Congress 
because it is taken for granted that the capital invested 
in the tap lines, the industrial railroads and in the side- 
tracks will not be content to have it devoted to what the 
Supreme Court of Wisconsin declared to be a _ public 
use, without getting some benefit therefrom. If the Su- 
preme Court disposes of the cases in substantially the 
manner indicated in the Union Lime case, it is assumed 
that the Commission and those supporting the proposition 
that switching compensation should be separately stated 
will go to Congress and get that body to make the law 
what they have been contending that it is. 





Why Some Carriers Do Not Like Iit.—There is no 
reason to believe that carriers who have been trying to 
exercise a close control over their terminals will like 
the decision in that lime company case, because the Wis- 
consin commission ordered the Chicago & Northwestern 
to extend the private spur, so-called, of the Union Lime 
Co. to the plants of a competing concern. It is unfor- 
tunately true that there are railroad officials who engage 
in enterprises outside their duties to the carrier company 
they serve. There is many a plant throughout the coun- 
try, owned or controlled by officials of railroads, situated 
on private spur tracks, that would not relish an order 
of that kind, requiring the trunk line to extend such a 
so-called private track. It invites competition at points 
where any undue discrimination could easily be proved. 
It also suggests the possibility of spur tracks being ex- 
tended so that physical connection can be made between 
terminals of minor lines, that is, railroads not having 
entry to rich urban territory fully controlled by older 
trunk lines. The only consolation that can be found for 
shippers and trunk lines so situated lies in the fact that 
not every state has given such power to its railroad com- 
mission. There are states in which the information con- 
tained in the Union Lime Co. case will not reach the law- 
makers for years to come. But take the decision in 


connection with Louisiana tap lines. If the Commission 
wins its contention that the traffic of the proprietary in- 
terest is not carried by a common carrier, but merely 
by a plant facility, what is to prevent the Louisiana legis- 
lature, which will be in session until July, taking that 
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part of the Wisconsin statute which gives its commission 
power to make such an order in the Union Lime case, 
and making it part of the railroad law of Louisiana. Some 
tap lines have been taken up since the decision was made. 
With such a law on its books, Louisiana couid order the 
re-establishment of those lines and their operation by the 
trunk lines, or, in lieu thereof, by the shipper, for a 
proper consideration. 





Expensive Office Equipment—wWithout desiring to 
say anything to arouse anybody’s partisanship, it may 
be observed that the furniture once used in the Commerce 
Court and bitterly commented upon by those who thought 
that tribunal a bad thing, is now being used in the office 
of Solicitor-General Davis. Mr. Davis is a Jeffersonian, 
but that does not appear to militate against his love of 
the good in furniture. The fact, of course, is that the 
furniture and furnishings in that court room were good 
but not overexpensive, but that did not deter those who 
wanted to make a point against the court, from giving 
the opinion to the public that the court was extravagantly 
furnished with a “d—— the public” idea on the part of 
those who bought the furniture. Nearly every other public 
office in Washington is furnished with the same kind of 
mahogany chairs and tables. The only difference is that 
practically nobody is clamoring for the abolition of any 
of the really useless offices that could be mentioned. 
The same sort of campaign might be started against Chief 
Counsel Folk. He has the office formerly used by Com- 
missioner Prouty, the one used by Solicitor Farrell and 
Dr. Needham and still another. The fact is that Farrell 
and Needham never had the kind of office equipment 
that usually goes with a solicitorship. Dr. Needham, since 
rovernor Folk came into office, has moved down the hall 
on the same floor and has an office to himself. 





Why the Supreme Court Delay?—When the Supreme 
Court justices quit their work of handing down opinions 
last Monday without saying anything about the inter- 
mountain or the Shreveport cases, attorneys interested 
in them looked at each other blankly. Everybody wants 
to know what this long delay means. Does it mean that 
the justices are equally divided and are unable to come 
to a decision? They have made extraordinary speed in 
disposing of cases at this term. They are nearly 200 
cases ahead of the usual amount of business done by 
this time of year. The chief justice has an ambition to 
bring the docket of the court practically down to date. 
At present cases docketed only a little more than a year 
ago come up in regular order. That is to say, that instead 
of the court’s current business being on cases filed nearly 
if not altogether three years before, it is working on cases 
that have been before it litthe more than a year. In 
many instances attorneys are compelled to ask for con- 
tinuances because the court reaches their cases before 
they are prepared. Not so, however, with the cases that 
have been calling railroad and shippers’ lawyers to the 
court room on every decision day for months. 





The New Commissioner.—Winthrop More Daniels, the 
new Commissioner, is not the scholar in politics, but he 
is the scholar in the field of practical economics, which 
is what the regulation of railroads, their rates, rules and 
practices is. While some senators who have been leaders 
in the fight for the proper regulation of railroads made 
a determined fight against Prof. Daniels, they have not 
been able to evoke much sympathy for the position they 
took against him on account of his opinions as reflected 
in the decision in the Passaic Gas Co. case. A. E. H. 
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HIGH EXPLOSIVES RATES 
I. AND S. NO. 263 (29 I. C. C., 697-698) 


Submitted July 30, 1913. Decided March 16, 1914. 


Withdrawal of commodity rates on high explosives from Missis- 
sippi River points to the east permitted. 


C. C. P. Rausch for St. Louis, Iron Mountain & South- 
ern Railway Co. 


Report of the Commission 


McCHORD, Commissioner: 

Commodity rates on high explosives from St. Louis, 
Mo., and related points to Philadelphia, Pa.; New York, 
N. Y.; Boston, Mass., and points taking same rates as 
well as to destinations in Canada, were sought to be 
withdrawn in supplements 13 and 14 of joint tariff issued 
as agent Cameron’s I. C. C. D-46 and agent Hosmer’s 
I. C. C. A-311, effective May 15, 1913. As this cancellation 
left higher combination to apply in certain instances, the 
operation of the aforesaid schedules, by appropriate orders, 
was suspended until March 12, 1914. The Aitna Powder 
Co. of Chicago, Ill., the sole protestant, withdrew its com- 
plaint prior to the hearing and did not appear thereat. 


There is no rating upon high explosives in Official 
Classification, but in the exceptions thereto, published by 
agent Morris, a rating is provided. Many of the lines for 
whom agents Cameron and Hosmer issued were originally 
not parties to Morris’ exceptions. This, of course, pre- 
cluded the application of class rates on high explosives 
via those lines. Accordingly, specific commodity rates to 
eastern and Canadian destinations were published in the 
joint issue of agents Cameron and Hosmer, such rates, 
however, being in every instance the exact equivalents 
of the class rates which would have been applied under 
Morris’ exceptions. 

With the increase in the list of issuing carriers to 
the aforesaid exceptions, it was thought that simplicity 
and economy might best be conserved by eliminating the 
commodity rates and merely referring to the exceptions 
to the classification for a determination of the application 
of the rates and rules governing the transportation of 
high explosives. This was sought to be accomplished by 
the issues suspended, and, in so far as destinations served 
by carrier parties to the exceptions to Official Classifica- 
tion are concerned, no increase in rates on high explosives 
has’ been made; in fact, it is specifically averred that no 
such increase was contemplated. However, there are some 
carriers parties to agents Cameron and Hosmer’s tariff 
which are not parties to Morris’ exceptions, and high ex- 
plosives moving via such lines are subject to a combina- 
tion of rates which represent substantial increases. This 


is particularly true of Boston, as none of the carriers 
reaching that point is a party to the exceptions to Official 
Classification. 


From the testimony of the only witness 


Decisions of Interstate Commerce Commission 





appearing for the respondents, we are convinced that 
this is an oversight. 

We are not advised whether there is any movement 
of high explosives from St. Louis to Boston or points 
taking same rates, and have received no information from 
the protestant, whose complaint, as already observed, has 
been withdrawn. This Commission should not be ex 
pected in every case to check superseding issues of al! 
tariffs to determine whether or not, by any possible 
construction, a rate may be increased via a possible 
route over which there may or may not ever have been 
any movement. 

The proceeding should be discontinued, and it will 


be so ordered. 





ORDER. 
It is ordered, That this proceeding be, and it is hereby 
discontinued. 


COAL RATE UNREASONABLE 


(29 I. C. C.,.699-701 
VS. SOUTHERN RAILWAY C 


CASE NO. 5001 

J. T. STONE & SON 

NO. 5001 (Sub-No. 1) 
GRIFFIN-HALLMAN FUEL CO. VS. SAME. 


Submitted Oct. 7, 1912. Decided March 9, 1914. 


Rate of $2.05 per ton on coal from Newcomb, Tenn., to Gre¢ 
ville, S. C., found to have been unreasonable in so far 
it exceeded a rate of $1.95. Reparation awarded. 


John H. Earle for complainants. 
Claudian B. Northrop for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

Complainants in these proceedings, J. T. Stone 
A. C. Stone, doing business as J. T. Stone & Son, 
Griffiin-Hallman Fuel Co., to whom J. T. Stone & 
are successors in interest, were engaged in the coal busi- 
ness at Greenville, S. C. By complaints, filed June 3, 1912 
they allege that a rate of $2.05 per ton charged on ship 
ments of coal from Newcomb, Tenn., to Greenville wa 
unjust and unreasonable. Reparation is asked. 

The shipments in No. 5001, numbering 4 cars, mov: 
during the period from June 6 to June 23,1911. The agg! 
gate weight of the coal was 124 tons, and charges were 
paid thereon in the sum of $254.20, at the rate of $2 
per ton. The shipments in No. 5001 (Sub-No. 1), num! 
ing 5 cars, moved during the period ffom April 22 to Ma) 
18, 1911. The aggregate weight of these shipments wis 
180 tons, and charges were paid thereon in the sum of 
$369 at the rate of $2.05 per ton. 

The Newcomb mines are in the northeastern part 
Tennessee, in what is known as the Jellico group, d¢ 
ignated by defendant in its tariff as group No. 9. Abo 
30 miles to the southward, and to the northwest of Kno» 
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ville, are the Coal Creek mines in what is known as group 
No. 7. 

The Jellico group has for a number of years taken 
a uniform differential of 10 cents per ton over the Coal 
Creek rate on traffic destined to points in South Carolina. 
Rates from the Coal Creek group to Carolina territory 
have, in turn, for several years sustained a fixed relation- 
ship to the rates from mines in southwestern Virginia. 
The relationsip of rates to this Carolina territory from 
the Coal Creek group, on the one hand, and the south- 
western Virginia mines, on the other, has been the subject 
of inquiry in former proceedings before us. Black Moun- 
tain Coal Land Co. vs. S. Ry. Co., 15 I. C. C., 286; Andy’s 
Ridge Coal Co. vs. S. Ry. Co., 18 I. C. C., 405 [The Traffic 
World, May 21, 1910, p. 642]. Without going at length 
into the facts and the history of the rates involved as 
recited in the reports of those cases, it is sufficient to 
state that as a result of our orders therein, certain changes 
were made in the adjustment of rates as between the 
Coal Creek and southwestern Virginia mines on traffic 
to Carolina territory. Briefly, it may be stated, following 
the decision and order in the Andy’s Ridge case, the 
carriers fixed an adjustment under which the rate from 
the southwestern Virginia mines to Spartanburg, S. C., 
and points taking the same rate, was made $2.05, while the 
rate from Coal Creek to the same points was made $1.95, 
the latter being thereby increased from $1.80. At the 
same time the rate from the Jellico group, including 
Newcomb, was increased from $1.90 to $2.05, thus pre- 
serving the established relationship between the Jellico 
and Coal Creek groups. 

Complaint was made against the increased rate from 
Coal Creek to Spartanburg and points in the Spartanburg 
group taking the same rate. Upon investigation we held 
that defendants had failed to show the increased rate of 
$1.95 to be reasonable and that for the future the rate 
from Coal Creek to Spartanburg should not exceed $1.85 
per ton. We further held that complainants who had 
received coal under the $1.95 rate were entitled to rep 
aration on basis of the rate found reasonable. Victor 
Mfg. Co. vs. S. Ry. Co., 21 I. C. C., 222 [The Traffic World, 
July 8, 1911, p. 82]. 

Upon a subsequent proceeding to determine the 
amounts of reparation, an issue was raised as to whether 
complainants in the original case, who had received coal 
at points other than Spartanburg, but taking the same 
group rates, should be awarded reparation. Greenville was 
one of the points in that group. After considering the 
contentions of the defendant carriers, and the testimony 
of their witness to the fact that rates from Coal Creek to 
all the points in question had always been published as 
group rates, we held that the rates to the points involved 
were group rates and must necessary be considered from 
that standpoint. Reparation was accordingly awarded to 
all complainants who received coal at such points. Victor 
Mfg. Co. vs. S. Ry. Co., 27 I. C. C., 661 [The Traffic World, 
July 26, 1913, p. 205]. 

The issue in the instant case is the reasonableness 
of the rate of $2.05 in effect from Newcomb in the Jellico 
group to Greenville in the Spartanburg group. This rate 
was in effect contemporaneously with the $1.95 rate from 
Coal Creek to the Spartanburg group which we found to 
be unreasonable in the Victor Mfg. Co. case, supra. It 
conformed to the recognized relationship of rates between 
the Jellico and Coal Creek groups and the propriety of 
this relationship has not been questioned. 

The rate having been increased on Aug. 15, 1910, the 
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burden is upon the defendant to justify the increased 
rate. This it has not attempted to do. No evidence was 
introduced by it at the hearing of the instant case, but 
instead its counsel stated that this case would depend 
upon the decision in the later Victor Mfg. Co. case, in 
which, as we have stated, reparation was awarded to all 
complainants who had paid the unreasonable rate. 

For reasons given in the case last referred to and 
considering all the facts and circumstances of record 
herein, we are of the opinion, and find, that the increased 
rate of $2.05 from Newcomb to Greenville was unreason- 
able to the extent it exceeded $1.95 per ton. 

The record establishes that complainants in No. 5001, 
J. T. Stone & Son, bought out the business of the Griffin- 
Hallman Fuel Co., complainant in No. 5001 (Sub-No. 1), 
on April 25, 1911. Although two of the shipments to the 
latter concern moved prior to that date, the record shows 
that J. T. Stone & Son received the same and paid the 
freight on all of the five shipments and are therefore the 
real parties in interest. We therefore find that com- 
plainants, J. T. Stone & Son, received the shipments cov- 
ered by complaints Nos. 5001 and also 5001 (Sub-No. 1); 
that they paid charges thereon at the rate herein found 
to have been unreasonable; that they have been damaged 
thereby in an amount equal to the difference between the 
amounts which they did pay and the amounts which they 
would have paid had the rate of $1.95 herein found rea- 
sonable been applicable; and that they are, therefore, 
entitled to an award of reparation in the sum of $30.40, 
with interest from July 5, 1911. 

As the rate found reasonable has been in effect for 
more than two years, no order for the future is deemed 
necessary. 


ORDER. 


It is ordered, That the above-named defendant be, and 
it is hereby, authorized and directed to pay unto the 
complainants, J. T. Stone and A. C. Stone, doing business 
under the name of J. T. Stone & Son, on or before May 
15, 1914, the sum of $30.40, with interest thereon at the 
rate of 6 per cent per annum from July 5, 1911, as rep- 
aration on account of a rate charged for the transportation 
of nine carloads of coal from Newcomb, Tenn., to Green- 
ville, S. C., which rate so charged has been found to have 
been unreasonable, as more fully and at large appears in 
and by said report of the Commission. 


PROJECTILE CLASSIFICATION 
CASE NO. 5374 AND (SUB-NO. 1) (29 I. C. C., 702-705) 
UNITED STATES OF AMERICA VS. RICHMOND, FRED- 
ERICKSBURG & POTOMAC RAILROAD CO. ET AL. 


Submitted Jan. 15, 1914. Decided March 2, 1914. 
Classification of “projectiles, empty or solid, other than small 


arm, in boxes, L. C. L., first class. In packages or loose, 
Cc. L., minimum weight 30,000 pounds, fourth class,’’ not 
found to be unreasonable or unduly prejudicial. Complaint 
dismissed. 


William Butterworth Crowell and Graham Egerton for 


complainant. 
R. Walton Moore and M. Carter Hall for Richmond, 


Fredericksburg & Potomac Railroad Co. and Washington 
Southern Railway Co. 

Report of the Commission, 
CLEMENTS, Commissioner: 


Complainant questions in this proceeding the reason- 
ableness of an item in the current Southern Classification: 
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Projectiles, empty or solid, other than small arm, in boxes, 
L. Cc. L., first class. In packages or loose, C. L, minimum 
weight 30.000 pounds, fourth class, 


particularly in its application to empty target projectiles 
used by the United States Navy in target practice. Rep- 
aration is claimed on four carload shipments that moved 
from Richmond, Va., to Fort Mifflin, Pa. While the provi- 
sion also covers loaded shell for use in active warfare, 
the shipments specifically involved in this proceeding are 
only of the empty projectile. It appears that there is 
practically no difference between the construction of the 
empty and loaded shell except in the material used, the 
former being made of cast iron, the latter of steel. Both 
kinds are cylindrical in shape, at one end gradually taper- 
ing to a point, the other or base end being cut squarely 
off, enabling it to stand on end. While various sizes of 
these shell are made, those specifically involved here are 
12 and 14 inches in diameter. On the outside of the shell 
a copper band from 1 to 1% inches wide, partially sunk 
into and projecting slightly above its surface, encircles 
it about 1% inches from the base end. The function of 
this band is to take the rifling of the gun; that is, the 
soft metal in leaving the gun sinks into the horizontal 
grooves of the gun’s interior and gives to the shell a 
rotary motion. Into the base end of the shell is screwed 
a steel base plug, threaded and adjusted to one two-thou- 
sandths of an inch. In the loaded shell there is a fuse 
hole through this base plug which ignites the interior 
explosive after the shell has penetrated the armor plate. 
In the armor-piercing shell there is screwed to the pointed 
end a small steel cap, which increases the penetrating 
qualities, and to this cap is attached a wind shield. The 
projectiles used in target practice are not filled with ex- 
plosive, and the same is true of the armor-piercing shell 
when offered to the railroad companies for their first 
transportation. They are not so fitted until their arrival 
at the naval magazine and before their final transportation 
to the ship for use. Shell load from 37,000 to 105,000 
pounds to the car, the average over a given period checked 
by complainant being 73,137 pounds. They are loaded 
loose in carloads and are separated from each other only 
by a rope or so-called grommet encircling the shell at 
each end to prevent rubbing. In less than carloads, they 
are usually loaded in boxes, although this is claimed to 
be a recent departure and not to be necessary. 

Target shell are worth, in the 12-inch size, about $35, 
and in the 14-inch size, $54; armor-piercing or loaded 
shell, $279.40 and $500 in these respective sizes. 

Complainant contends that the classification should be 
changed from first class in less than carloads and fourth 
class in carloads to second class in less than carloads 
and fifth class in carloads. At the time complaint was 
filed the carload rating was third class. It was reduced 
to fourth class as a result of the complaint. The prayer, 
if granted, would have the effect of reducing the charges 
from Richmond to Fort Mifflin from 37 cents in less than 
carloads and 23 cents in carloads to 32 cents in less than 
carloads and 17 cents in carloads. The basis of the re- 
quest is the existence of lower ratings on what are claimed 
to be analogous articles, not only in the Southern, but 
in the Western and Official Classification territories, and 
lower class ratings on shell in Official and Western Clas- 
sification territory. In the Official Classification ‘pro- 
jectiles, empty,” are rated second class in less than car- 
loads and fifth class, minimum weight 36,000 pounds in 
carloads. In Western Classification the description is the 
same as in the Southern, but the rating is second class 
in less than carloads, and fourth class, minimum weight 
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30,000 pounds in carloads. The articles alleged to be 
analogous include architectural fronts; car axles, carriage 
or wagon axles, N. O. S.; bells and gongs, N. O. S.; boats 
(5 feet or over), N. O. S.; bridge material; car-spring 
plates; nails, N. O. S., plain or brass or copper coated; 
shoes, horse, mule or ox; kegs; bar steel, brass or copper 
covered, coated or plated; locomotive and car wheels; 
machinery; bar steel; nails and spikes in kegs; railway 
track material, all of which are rated in their respective 
classifications from second to sixth class in less than 
carloads and from’ fourth class to class A in carloads. 
Attention is particularly invited by complainant to ma- 
chinery, which is rated fifth class under the Official Clas- 
sification, class A under the Western, and sixth class in 
the Southern. It is not contended that these articles are 
in any way competitive with shell, but it is insisted that 
from the standpoint of value, hazard in transit, per-car 
revenue, and other transportation considerations, they are 
rated relatively much lower than are projectiles. 


Defendants insist that the rating of machinery in a 
lower class than projectiles is not indicative of any un- 
reasonableness in the classification of the latter. Ma 
chinery, they say, is usually rated in the lower classes 
only on the parts of the machine and not on the completed 
article, and where the whole machines, such as agricul- 
tural implements, are rated low in their complete form, it 
has been for a necessary purpose, namely, the encouraging 
of agriculture and other pursuits in the different classifi- 
eation territories. Complainant refers, for instance, to 
blacksmith-anvils as analogous to projectiles in some 
respects. As to these defendants say that a low rating 
is necessary because of the same motives and necessities 
that influence the rating of machinery. There is hardly 
a crossroads station, they say, without its blacksmith 
shop, and anvils are urgent necessities which must be 
given a rating on which the traffic will move. It is fur- 
ther stated by the carriers that various items of machinery 
are being withdrawn as rapidly as possible from the lower 
classes with the development of the country to a sub- 
stantial and lasting basis and the ability of users of these 
articles to pay a normal rate on them. Where these 
considerations mentioned have not been influential in the 
low rating of machinery and iron and steel articles in 
general, defendants state that the classification has been 
induced by the fact, especially in Official Classification 
territory, that iron and steel articles constitute one of 
the staple commodities which move in perhaps the largest 
volume of any of their traffic, and that the classification 
of commodities depends in large measure upon the total 
volume of movement over the entire classification area 
and not between specified points therein. Arguing from 
this latter standpoint, they say that projectiles are not 
entitled to any lower basis of rating than now exists, 
inasmuch as the volume of movement is comparatively 
very slow. Only 73 carloads of shell moved since Sept. 
1, 1911, and 10 carloads within the past year throughout 
the whole country. 

It is testified on behalf of complainant that contracts 
have been let for 42 carloads of shell, which will be offered 
to the carriers within the next eight months. Shell are 
now manufactured almost exclusively at Richmond, Va 
When completed, they are shipped to the naval maga- 
zines, of which there appear to be only a few receiving 
the supply, including Norfolk, Va., Fort Mifflin, Pa., and 
Hingham, Mass. The only other movement is an occa- 
sional one to some public park or to a given point for 
exhibition purposes. The present complaint asks rep 
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tion on only four carloads which have moved in the 
past two years. 

Originally the rating on shell was that applicable to 
.nnon balls, which took second class in less than car- 
oads and fourth class in carloads. This was as far back 
= 1895. The present Southern Classification Committee 
was organized in 1899. Its first issue of Feb. 1, 1900, 
ited cannon balls first class in less than carloads and 
fourth class in carloads. On June 1, 1900, they were 
rated first class in less than carloads and third class in 
carloads. Up to Nov. 1, 1912, all empty projectiles would 
move under a description no more definite than “cannon 
balls.” On that date the present description was sub- 
stituted. 

Considering all the facts of record, we do not find 
that the classification of projectiles in the Southern 
Classification is unreasonable. 

With respect to the specific shipments in question 
from Richmond to Fort Mifflin on which reparation is 
asked, complainant refers to certain comparative rates 
from Richmond to other points in Official Classification 
territory of greater distance than Fort Mifflin from Rich- 
mond which are lower in cents per 100 pounds than is 
applicable to Fort Mifflin, due to the fact that the traffic 
moves under Official Classification ratings instead of 
Southern. The Southern Classification is applicable to 
Fort Mifflin from Richmond. Defendants contend that the 
Official Classification applies on the other traffic because 
of different transportation conditions from the conditions 
obtaining on shipment to-Fort ‘Mifflin. 

Considering all the facts appearing of record in con- 
nection with this phase of the case, we do not find that 
the rates charged on the specific shipments in issue were 
unreasonable or unduly prejudicial. 

The complaint will be dismissed. 





ORDER. 
It is ordered, That the complaints in this proceeding 
be, and they are hereby, dismissed. 


PULPWOOD RATES 


CASE NO. 5416 (30 I. C. C., 1-15) 
CURRY & WHYTE CO. ET AL. VS. DULUTH & IRON 
RANGE RAILROAD CO. ET AL, 

CASE NO. 5416 (Sub-No. 1) 
WAHLSTEIN & SONS VS. DULUTH & IRON RANGE 
RAILROAD CO. ET AL. 


Submitted Oct. 8, 1913. Decided March 16, 1914, 
Rates on pulpwood in carloads from points in Minnesota to 


1 
A 


Duluth applied as parts of the rates for through transpor- 
tation to points in Wisconsin and Michigan, not found un- 
reasonable. Saw-log rates to Duluth held in this instance 
not to afford a fair test of the reasonableness of the pulp- 


wood rates. 
The exaction of a higher charge for the transportation of 
pulpwood in carloads from Duluth, Minn., to destinations in 
Wisconsin and Michigan than that contemporaneously ex- 
acted for similar transportation from Superior, Wis., and 
the application of Superior rates from Duluth on ‘other 
traffic to the same destinations held to subject pulpwood 
traffic and the shippers thereof to undue prejudice and dis- 
advantage. 
3. = view expressed in Pulp and Paper Mfrs. Traffic Assn. vs. 
M. & St. P. Ry. Co., 27 I. C. C., 83, that the nature of pulp- 
wend operations renders a distance-sc ale adjustment to the 
gateways desirable, adhered to. 
4 Following Anadarko Cotton Oil Co. vs. A. T. & S. F. Ry. Co., 
20 I. C. C., 43, and P. R. R. Co. vs. International Coal Min- 
ing Co., 230 U. S., 184, reparation denied. 


Watson & Abernethy for complainants. 

Paul H. Welch for Duluth & Iron Range Railroad 
Co,, and Duluth, Missabe & Northern Railway Co. 

W. D. Burr for Chicago, St. Paul, Minneapolis & 
Omaha Railway Co. 
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A. F. Cleveland for Chicago & Northwestern Railway 
Co. : 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. 
H. E. Still for Northern Pacific Railway Co. 


Report of the Commission, 


CLARK, Chairman: 

- These complaints bring in issue carload rates on pulp- 
wood or pulpwood logs from points in Minnesota to points 
in Wisconsin and Michigan. 

Complainants are corporations, partnerships and indi- 
viduals engaged in producing, buying, selling and ship- 
ping forest products, including pulpwood or pulpwood logs. 
The rates involved are those applicable from stations in 
Minnesota on the Duluth & Iron Range Railroad; Duluth, 
Missabe & Northern Railway; Duluth, Rainy Lake & 
Winnipeg Railway (now Duluth, Winnipeg & Pacific Rail- 
way), and Duluth & Northern Minnesota Railway, as 
originating lines, to the following pulp and paper mill 
points in Wisconsin and Michigan: Appleton, Biron, 
Brokaw, Combined Locks, De Pere, Eau Claire, Fond du 
Lac, Grand Rapids, Green Bay, Kaukauna, Kimberly, 
Ladysmith, Little Chute, Little Rapids, Marinette, Mena- 
sha, Merrill, Neenah, Nekoosa, Oconto Falls, Oshkosh, 
Park Falls, Port Edwards, Rhinelander, Shawano, Stevens 
Point, Tomahawk, Wisconsin Dam, Wausau, Wis., and 
Menominee and Quinnesac, Mich. These rates, which are 
combination rates, based on either Duluth, Minn., or Su- 
perior, Wis., are alleged to. be unjust, unreasonable and 
discriminatory, and to subject complainants to undue and 
unreasonable prejudice and disadvantage. The establish- 
ment of joint through rates is asked for, such rates to 
be constructed by adding to the saw-log rates of the 
initial lines up to Duluth, the Superior to destination 
rates on pulpwood applied from Duluth. It is expressly 
stated that the sole complaint against the delivering car- 
riers and their rates from Duluth to the destinations is 
that said rates exceed the rates contemporaneously 
charged from Superior. 

This same situation was dealt with in Pulp & Paper 
Mfrs. Traffic Assn. vs. C., M. & St. P. Ry. Co., 27 I. C. C., 
83 [The Traffic World, June 7, 1913, p. 1205], hereinafter 
designated the Pulpwood case, in which, responsive to 
a prayer for the establishment of joint rates, it was held 
that reasonable rates to the gateways of Minnesota Trans- 
fer, Bald Eagle and Duluth, Minn., and Superior and 
Ashland, Wis., would serve complainants’ needs, and a 
maximum scale of distance rates was prescribed to apply 
to such gateways or to junctions of the originating car- 
riers with connections en route to the gateways. Neither 
complainants nor defendants here are interested in the 
routes via Minnesota Transfer or Bald Eagle, the natural 
route for all pulpwood from off the lines of the Minnesota 
defendants being via Duluth and Superior. 

Defendants object to the introduction of any evidence 
in the instant cases, on the ground of previous deter- 
mination of the issues in the Pulpwood case. They sug: 
gest that rates can never be stable, and that endless 
litigation with respect to the same situation must result, 
if the same or different parties are to be heard in re- 
peated attacks of this nature. The Commission, however, 
is not bound by any rule of stare decisis, its conclusions 
are not res judicata, and it is not precluded from again 
considering a matter once examined and decided if a 













































aerate string arene te ee EE BE rater 
aaenaateetiatataaeeniinetientinans ont te nk en 


TG LE 


a a 









692 


new and different set of facts is brought to its attention. 
Questions of reasonableness and discrimination are always 
questions of fact, and each case must stand or fall on 
the record made in that case. In the former case it was 
sought to have the Wisconsin distance scale of pulpwood 
rates applied to the hauls of the several carriers in 
Minnesota as parts of joint interstate rates, and com: 
parisons made with the carriers’ rates on logs, 
lumber and other forest products. In addition, the switch- 
ing charge of the Northern Pacific Railway between Du- 
luth and Superior of 1% cents per 
sailed as unreasonable. The instant cases are presented 
along different lines. Here we are asked to reduce the 
Minnesota pulpwood the level of the saw-log 
rates in effect from producing points to Duluth; unjust 
discrimination is alleged in that, contrary to the general 
rule as to other traffic, pulpwood or pulpwood logs are 
denied the benefit of Superior rates from Duluth to Wis- 
consin and Michigan destinations: it 


were 


rates to 


is sought to show 
that distance proportional rates from the producing points 
to the gateways will not meet the needs of complainants, 
and reparation is prayed for, it being alleged that, as 
these complainants paid the freight charges, the com- 
plainants in the previous case not entitled to 
consequently did not seek an award of damages. 

1913, Minnesota carriers here de- 
maintained in Minnesota rates on pulpwood des- 
to Wisconsin and Michigan, 
the Pulpwod 
these lines 


were and 

Prior to Aug. 1, 
fendant 
tined as shown in our re- 
the date men- 
established for their hauls in Minne- 
sota the maximum distance scale prescribed in the Pulp- 
wood and maintain Duluth to 
apply proportionally on shipments. The pre- 
vious rates were when the Commission’s 
continued in 


port in 
tioned, 


ease. Effective on 


case now this scale to 
interstate 
withdrawn 
but 
Rates 


February, 


not 


scale was put in force, 
local intrastate rates. 
per 100 pounds. In 
Range Railroad; Duluth, Missabe & Northern Railway, 
and Duluth, Winnipeg & Pacific Railway (formerly the 


Duluth, Rainy Lake & Winnipeg Railway) made effective 


were effect as 
in cents 


the Duluth & 


are stated herein 


1914, Iron 


a new uniform scale on local intrastate shipments of 
pulpwood which, except as to a few of the distances, is 
somewhat higher than the proportional scale. At the 


same time the Duluth & Iron Range and Duluth, Missabe 
& Northern established a scale on logs beginning with 
1 cent for 5 miles and graded up to 2.9 cents for 95 miles 
and 3.3 cents for 120 The Duluth, Winnipeg & 
Pacific also established a new log scale lower than that 
of the other two lines which, beginning with 1 cent for 
5 miles, grades up to 1.95 cents for 95 miles. The Duluth 
& Iron Range previously maintained specific commodity 
rates on logs beginning with 1.4 cents from French River, 
a distance of 12.9 miles, and scaled up to 3.3 cents from 
Ely, a distance of 116.5 miles. 
not filed with 
ants seek to 


miles. 


These rates, which were 
this Commission, are the rates complain- 
have applied to pulpwood. The Duluth, 
Missabe & Northern previously maintained two distance 
scales on logs, one applicable to pine logs, beginning with 
1.14 cents for 5 miles, graded up to 2.5 cents for 115 
miles, and the other applicable to logs other than pine, 
beginning with 1.55 cents for 5 miles, graded up to 2.9 
cents for 115 miles. These scales were filed with this 
Commission, and complainants use as their basis for the 
proposed rates on pulpwood the pine-log scale. 

The Duluth, Rainy Lake & Winnipeg previously main- 
tained specific commodity rates on pulpwood scaled ac- 
cording to distance of from 5 


cents for 80 miles to 7 
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cents for 130 miles. These rates were applicable to [u- 
luth in connection with either the Duluth, Winnipeg & 
Pacific or the Duluth, Missabe & Northern. On Jan 
1913, the Duluth, Winnipeg & Pacific absorbed the Dulu 
Rainy Lake & Winnipeg, and by tariffs effective S« 
1, 1913, withdrew most of the commodity rates applicable 
via the Duluth, Missabe & Northern, leaving in effect 
only the rates via the Duluth, Winnipeg & Pacific rout: 
Since Feb. 3, 1914, all rates to Duluth from stations on 


the old Duluth, Rainy Lake & Winnipeg line have ap 
plied solely via the Duluth, Winnipeg & Pacific; hence 
the proportional scale prescribed by us and the new 


higher local intrastate scale are applied as for a single 
line, producing lower charges than for the previous two 
line hauls. - The log rates proposed by complainants 
apply on pulpwood in so far as the Duluth, Winnipeg 
Pacific is concerned, are pine-log rates made in combina 
tion with the Duluth, Missabe & Northern, which rang 
from 3 cents for 80 miles to 3.5 cents for 130 miles. The 
scale prescribed in the Pulpwood case would produce { 
the same distance rates of from 3.24 to 4.04 cents. 
With the exception of the proportional pulpwood 
scale prescribed by this Commission, no tariffs or rat: 
have been filed with the Commission by or on behalf 
of the Duluth & Northern Minnesota Railway. The pulp 
wood rates applied previous to Aug. 1, 1913, appear t 
have distance rates to Knife River, ranging fror 
2.5 cents for 5 miles to 4.7 cents for 70 miles. If prior 
to Aug. 1, 1913, such rates, or any others, were applied 
to through interstate shipments which were not actually 
surrendered to consignees and reshipped at Knife River 
or Duluth, this carrier obviously engaged in interstate 
transportation without the filing of tariffs. No rates on 
logs have ever been filed with this Commission by the 
Duluth & Northern Minnesota. The log rates presents 


been 


by complainants as the basis upon which the pulpwood 
rates should be fixed appear to be through commodit) 
rates to Duluth published by the Duluth & Northern Min 


nesota to apply in connection with the Duluth & Iron 
Range, which are scaled from 2.74 cents from Stanley 


the nearest station, to 4.06 cents from Cramer, the most 
distant station shown. 


While that pulpwood logs, viewed from a 
transportation standpoint, are no different from any other 
logs, and laying special emphasis upon the relation b« 
tween the carriers’ rates on saw logs and on pulpwood 
logs, complainants also submit evidence tending to show 
the unreasonableness per se of the latter, and this must 
be considered. The exhibits filed include: 


insisting 


1. Comparisons of the Minnesota carriers’ rates 
ton-mile earnings to Duluth on pulpwood, softwood 
wood logs and mine timbers, and pulpwood rates in 
for the same distances. 

2. Comparisons of average 
and on a wide variety of other articles between stations 
defendants’ lines and Duluth, using what purport to be averagé 
loads for each commodity. 

These show as follows: 


and per- 
logs, hard- 
Wisconsin 


per car charges on pulpwood 


Duluth & Duluth, Duluth & 


Iron Missabe & Norther! 
Range Northern Minnesota 
R. R. Ry. ty. 
Average per car revenue all com- 
modities except pulpwood......... $17.56 $16.61 $28.84 
Average per car revenue pulpwood. 17.42 16.47 33.2 
Average per car-mile revenue all 
commodities except pulpwood..... .27 30 6 
Average per car-mile revenue pulp- 
Ge cca Gebel nalande ae 4 Meda ee so ad 27 .30 6 
3. Comparison of pay load to total load on a number of 


selected commodities indicating as to pulpwood that the average 
pay load is 68 per cent of the total load, while as to other com- 
modities there is a variation of from 36 to 42 per cent. 

The exhibits are predicated entirely upon the old local 
pulpwood scales and not upon the somewhat lower pro- 
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portional scale fixed by the Commission, hence do not 
.ccurately portray the conditions now existing. As to 
the old conditions, the comparisons present no forceful 
sasons for the adoption of any other or different rates 
ian those found reasonable by us, and are not con- 
incing that these rates when applied as portions of the 
irough charges for interstate movements are not, inde- 
pendently of the saw-log rates, entirely reasonable. 

In addition, our attention is directed to statistics of 
performances in the state of Minnesota, taken from the 
nnual reports of the carriers, to the railroad and ware- 
house commission of Minnesota for the fiscal year ended 
ine 30, 1911, some of which are given in the table 
following: 


Duluth, 
Duluth & Duluth Duluth & Rainy 
Iron Missabe & Northern Lake & 
Range Northern Minn. Winnipeg 
R. R. Ry. Ry. Ry. 
al’ operating expenses 
total traffic) per train- 


mile sc dba ehwebedtiiessahare $2.50 $2.96 $1.39 $1.56 
erage distance haul of 

COM, SEY tin tek awn s-e vce’ 65 74 47 45 

Average number of tons of 

freight per train-mile.... 634 969 213 257 

Average number of loaded 

cars per train-mile...... 16.19 22.59 7.65 12.36 


1ge number of tons of 
freight per loaded car- 


pun sn tne biel tak 39 43 28 28 
Average freight revenue 

per train-mile ........... $6.85 $9.19 $1.50 $2.24 
Average freight revenue per 

eae er ee ee ee $0.0107 $0.0094 $0.0071 $0.0086 
Ratio of transportation ex- 

penses to total operating 

penses, per cent.......... 47 40 37 49 


From which complainants 
make the following com- 
pilation: 


Transportation expenses per 


loaded car-mile .......... $0.073 $0.042 $0.067 $0.063 
Total operating expenses 

per loaded car-mile...... $0.155 $0.131 $0.182 $0.129 
Average freight revenue per 

oaded car-mile .......... $0.423 $0.406 $0.196 $0.181 
Average revenue per car 

mile on pulpwood logs to 

DUG Sa eeece rn ckectee. $0.26 $0.27 $0.69 $0.29 


It is also shown that for the years 1908 to 1912, in- 
clusive, the Duluth, Missabe & Northern and Duluth & 
Iron Range paid average dividends on their stock of 144 
per cent and 118 per cent, respectively, and figures are 
submitted to show that for the fiscal years 1909 to 1912, 
inclusive, the corporate income of the Duluth & Northern 
Minnesota was $132,679, or $34,070 per year, an amount 
which applied to this road’s stock issued and sold of 
$200,000 would make available for dividends about 17 
per cent per year. 

Again it is stated that for the year ended June 30, 
1912, forest products other than lumber constituted 10.4 
per cent, 2 per cent and 99 per cent, respectively, of the 
tonnage of the Duluth & Iron Range; Duluth, Missabe 
& Northern, and Duluth & Northern Minnesota. 

Taken as a, whole, the comparisons and figures thus 
submitted may be accepted as indicating some justifica- 
tion for a reduction below the old scales of pulpwood 
rates; but we find in them no persuasive argument that 
the present proportional scale is too high. Certainly the 
large earnings of the Duluth, Missabe & Northern and 
the Duluth & Iron Range did not come from the traffic 
here considered. Large revenues from other traffic afford 
no reason for prescribing less than reasonable rates on 
pulpwood, 

One reason advanced by complainants for readjusting 
the Minnesota factors of the through rates is the state- 
ment that the proportional scale prescribed by the Com- 
mission resulted, except for a few of the shorter distances, 
in higher figures than those formerly obtaining. An 


THE TRAFFIC WORLD 





693 





analysis shows that the longest haul of the Duluth & 
Iron Range to Duluth is 120.1 miles from Winton. As 
to this road, the Commission’s scale is less for distances 
up to 35 miles by from 0.5 cent to 0.02 cent. For distances 
over 35 miles to 120 miles it exceeds the old scale by 
from 0.01 to 0.27 cent. The Duluth, Missabe & Northern’s 
longest distance to Duluth is that from Coleraine, 88.3 
miles. As to this road the Commission’s scale exceeds 
the old scale for substantially all distances upward of 
10 miles by from 0.2 cent to 0.4 cent. The Duluth & 
Northern Minnesota extends from Echo Lake southwardly 
to Knife River, where it connects with the Duluth & 
Iron Range, a distance of 66.4 miles. The Commission’s 
scale for distances between points on this line is from 
1 cent to 1.62 cents less than the rates formerly ap- 
;!catie. In transportation to Duluth there must be added 
19.4 miles for the haul of the Duluth & Iron Range from 
Knife River, and the old scale of the Duluth & Iron Range 
for this distance was 2.21 cents, while the Commission’s 
seale is 2.1 cents, The old Duluth, Rainy River & Win- 
nipeg extended substantially from Ranier to Virginia, 
94 miles, and the distance from Virginia to Duluth via 
the Duluth, Winnipeg & Pacific is 78 miles, a total of 
172 miles., The old scale governing the total distance 
was from 1.5 to 7 cents. The Commission’s scale is from 
1.5 to 4.70 cents, and is less for distances 85 miles and 
over by from 0.68 to 2.30 cents. 

In the previous case we found wide variations in the 
charges for substantially the same service. We prescribed 
a uniform scale of charges which, on the whole, was a 
substantial reduction. 

As in the former case, the principal testimony for the 
defendants with respect to the conduct of pulpwood versus 
saw-log traffic was presented by the Duluth & Iron Range 
Railroad, and this testimony was adopted by the Duluth, 
Missabe & Northern Railway. The conditions on that 
road are the same except that, due to the fact that more 
of its timber has already been cut, there is less density 
of traffic. 

Logs for pulpwood, lumber, ties, poles and piling are 
cut from the same tracts, although spruce, principally 
used in the manufacture of pulp, is found in greater quan- 
tity on low, swampy ground. Ordinarily the operator in 
clearing a tract cuts everything marketable and selects 
for the pulpwood trade, as required by specifications, 
sound green timber of 4-inch or greater diameter at the 
smaller end and from 4 to 16 feet in length. Everything 
else on the ground with tops 5 inches or more in diam- 
eter, including crooked, dead, burnt, or otherwise de- 
fective stock, is end-squared for saw logs, and naturally 
less waste material is transported in connection with 
pulpwood. In either case the product for shipment con- 
sists of rough logs divested of limbs and cut in lengths 
of from 4 to 16 feet and upward. The hauling to loading 
points is usually done in the winter by the use of snow 
or ice roads, the longer logs being skidded or handled 
mechanically, and the shorter ones handled by men. The 
loading of both pulpwood and saw. logs is usually done 
from the same spur tracks and at the same loading points. 
Necessarily, spruce logs of the specified dimensions and 
quality constitute the smaller portion of the cutting, hence 
pulpwood shipping from a tract frequently ceases long 
before the shipping of the other products. To this ex- 
tent at least pulpwood stations are less permanent. Saw 
logs move continuously throughout the year, the heavier 
movement being ordinarily during the winter months. 
The pulpwood-log movement is also continuous, but as 
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to the carriers here involved is much heavier during the 
months of January, February and March. 

Both saw logs and pulpwood logs are loaded and un- 
loaded by the shipper and at his expense. For the former, 
special cars equipped with stakes, chains, etc., are fur- 
nised by the carrier. For pulpwood almost any cars are 
used, including box, stock, gondola and flat cars; and 
where gondolas or flats require staking or wiring, this 
is done at the expense of the shipper. Occasionally pulp- 
wood moves in solid trains, and there are movements of 
single cars, or a few cars of saw logs; but as to these 
Minnesota roads the pulpwood movement consists in the 
main of one or a few cars hauled in local trains, while 
saw logs are frequently handled in trainloads. 

The saw-log traffic is of greater density than the 
pulpwood traffic, it being shown that for the months of 
January, February and March, 1911, 1912 and 1913, equal- 
izing the difference in carrying capacity of log cars and 
those in which pulpwood is transported, the Duluth & 
Iron Range Railroad handled approximately ears 
of logs and 4,775 cars of pulpwood. 

The average loading of pulpwood is from 56,000 to 
70,000 pounds, and of saw logs from 40,000 to 66,000 
pounds, according to the kind of car used. There is 
little, if any, risk of waste or damage in transit to either 
commodity. 

At the time of the hearing spruce saw logs were 
worth on the Duluth market approximately $16, pine logs 
$19 to $20, and pulpwood $13 per 1,000° feet, a double 
cord of pulpwood being equivalent to 1,000 feet. 

Pulpwood logs, especially the longer sticks, aré suit- 
able for and frequently are cut up for lumber, while 
spruce saw logs answering specifications are often sent 
to pulp mills to be converted into pulpwood. In certain 
instances lumber mills and pulp mills have exchange ar- 
rangements, each taking the stock less desirable for use 
by the other, and the freight rate to be applied is often 
determined by the carrier according to the consignee. 

The two commodities are in active competition, fluctu- 
ations of the lumber market, up or down, being reflected 
in pulpwood prices. 

We said in Duluth Log Rates, 29 I. C. C., 420 [The 
Traffic World, Feb. 21, 1914, p. 377], referring to the com- 
parative rate upon logs and pulpwood: 


This Commission is familiar with the conditions of trans- 
portation under which these commodities move from its investi- 
gations in other proceedings. Pulpweod is somewhat less val- 
uable than logs; it will load as heavily, and it is difficult to 
assign any reason why the rate upon logs in that form should 
be more than upon saw logs proper. 


35,722 


The testimony in the instant cases confirms the view 
that, in general, pulpwood or pulpwood-log rates should be 
no higher than those on so-called saw logs, by which is 
meant rough logs which have undergone no process of 
manufacture. However, no such principle of general ap- 
plication can be laid down for guidance in every individual 
case, and where is is clearly established that circum- 
stances exist warranting the maintenance of varying rates, 
the exception may prove the rule. The saw-log scales 
of the Minnesota carriers here under attack, some of 
which were never filed with this Commission for use in 
connection with interstate transportation, had their in- 
ception years ago when vast tracts of uncut timber in- 
vited the erection of lumber mills in Minnesota. While 
now more generally applied as terminal rates for the 
larger mills, they were, as this record discloses, originally 
fixed on a low basis for the benefit of the small mills at 
local points, the carriers anticipating additional returns 
from the transportation of manufactured products. In 
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1909, the railroad and warehouse commission of Minne 
sota was petitioned by the Duluth & Iron Range to permit 
that carrier to increase its rates on both saw logs and 
pulpwocd. Following a comprehensive hearing the in 
crease was authorized with respect to pulpwood, but de- 
nied as to saw logs. 

In the Pulpwood case we declined to prescribe the 
Wisconsin state scale for application in Minnesota to 
through shipments for mills in Wisconsin and Michigan, 
and, after a review of the conditions which apparently 
prompted the Wisconsin commission in establishing its 
scale, stated: 

The Wisconsin basis is obviously intended to be applicable 
to conditions in Wisconsin. . . We have always given du: 
consideration to rates established by state commissions, but we 
cannot feel bound to apply to that part of interstate transpor- 
tation taking place in another state the rates prescribed by a 
contiguous state for transportation wholly within its confines 

Substantially the same situation is here found as to 
the rates on logs within the state of Minnesota. The 
Minnesota carriers deliver pulpwood to their connections 
for transportation to the interstate destinations, receiving 
revenue only for the state haul thus performed; and the 
benefit of any equivalent in the ‘way of manufactured 
products accrues to the terminal carriers in Wisconsin 
and Michigan. In the case of saw logs, the movement 
is intrastate to the sawmill, and there is frequently a 
quid pro quo in lumber or manufactured products yielding 
additional revenue; hence the log rate does not accurately 
represent the carrier’s total compensation. 

Complainants contend, in so far as the Minnesota 
carriers are concerned, that the saw-log rates in force at 
the time of the filing of the petitions were not unrea- 
sonably low rates and submit comparisons with the fol- 
lowing log scales of the Great Northern, Northern Pacific 
and Michigan Central railways: 


Great Northern: Logs between points in Minnesota and be 
tween points in Minnesota and points in Wisconsin, 1 cent for 
10 miles graded up to 3 cents for 120 miles. 

Northern Pacific: Saw logs between points in Minnesota, 
1 cent for 10 miles graded up to 3.25 cents for 120 miles. 

Michigan Central: Logs, bolts and butts between points in 
—, 1.5 cents for 10 miles graded up to 3 cents for 110 
miles. 


These comparisons are not accompanied by any evi- 
dence of the circumstances surrounding the original estab- 
lishment or present application of the rates, the respective 
volumes of traffic moving thereunder, or other governing 
factors. They have, therefore, but little probative force. 
The same criticism may be made of comparisons submitted 
showing the pulpwood, lumber and saw-log rates of the 
Maine Central Railroad, Canadian Pacific Railway, Central 
Vermont Railway and Detroit & Mackinac Railway, which 
indicate that these carriers maintain pulpwood rates 
ranging from 65 per cent to 87 per cent of their log rates. 

Examination of the saw-log and pulpwood distance 
tariffs on file with this Commission and applicable intra- 
state from Superior to destinations in Wisconsin discloses 
the following illustrative differences, the rates for inter- 
mediate distances being graded and varying correspond 
ingly as to the two commodities: 

Saw logs.* 
C.& N. W. 


Ry., 
cen 


Pulp- 
wood, 
y all lines, 
miles. 


Distances, s. 
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*Rates on saw logs are predicated on reshipment of manu- 
factured products via the line hauling the logs. 
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We said in the Pulpwood case that the Wisconsin 
eommission in determining its pulpwood scale discussed 
and gave consideration to the various factors entering 
into the consideration of reasonable rates on pulpwood, 
such as the cost of transporting the commodity, its char- 
acter, the conditions under which it is acquired and 
transported, and the competitive factors in the industries 
of which it constitutes the raw material; also that they 
inquired into the aggregate rates applicable to the pulp- 
wood and paper traffic as compared with the aggregate 
rates applicable on saw-log and lumber traffic. It is to 
be noted that complainants do not ask for a reduction 
of the Wisconsin pulpwood rates to the saw-log basis. 
Neither do they refer to the fact that, with the exception 
of the Duluth & Northern Minnesota Railway, the de- 
fendant originating Minnesota carriers are parties to joint 
through rates on logs, lumber and articles of lumber 
manufacture from the points of origin to the destinations 
here involved, which are materially higher than the ag- 
gregate through rates on pulpwood now available between 
the same points. 

In Rickards vs. A. C. lL. R. R. Co., 23 I. C. C., 239 
[The Traffic World, April 27, 1912, p. 842], cited by com- 
plainants as a parallel of the instant cases, there were 
under consideration rates on mine props from points in 
North Carolina to Norfolk, Va., destined for movement 
beyond, as compared with rates on saw logs between the 
same points. We found that the saw-log rates were rea- 
sonable and compensatory and that the circumstances 
and conditions surrounding the transportation of mine 
props were not so dissimilar as to justify higher charges 
thereon. Reference was made to the contention of de- 
fendants that saw logs generally moved in solid trains, 
while mine props were transported in single cars which 
required additional switching and handling, and to the 
fact that special logging cars were utilized for the trans: 
portation of saw logs. Touching these conditions, we 
said: 


The fact that certain traffic is hauled in train-load lots 
while complainant’s traffic moves in carloads cannot be made 
the basis of a difference in rates. . »« The character of the 
equipment used is in the discretion and for the convenience of 
the carrier; the rate is not limited to movements on logging 
ears, and a shipment of sawmill logs on a flat car would still 
take the lower rate, 

The essential difference between that case and the 
instant cases is that the former had to do with joint 
interstate rates on both saw logs and mine props, while 
the latter put in issue pulpwood rates constituting parts 
of through rates for interstate movements which are com- 
pared with intrastate mileage rates on logs established 
under peculiar conditions and obviously with no regard 
for a continuous interstate haul or the interests of others 
beyond the confines of the state of Minnesota. 

The carriers in New England, in Canada, in Wis- 
consin, in Minnesota and in Michigan, as well as the 
several commissions having jurisdiction therein, have, ob- 
viously, made their rates with substantial consideration 
for commercial conditions. We are asked to practically 
ignore all of those conditions and to reverse for com- 
plainants the conditions in Minnesota, fixed with approval 
of the Minnesota commission, despite the fact that the 
same principle applies in Wisconsin. 

We hold, upon a careful review of the facts, that the 
saw-log rates to Duluth do not in this instance afford a 
fair or proper standard by which to test the measure of 
the rates on pulpwood to that point, which are to be ap 
plied as parts of the charges on through interstate ship- 
ments to mills in Wisconsin and Michigan. 
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We are not to be understood, however, as laying down 
as a correct principle of rate making one which deter- 
mines the measure of inbound rates on raw material by 
the compensation received for subsequent independent 
movements of outbound manufactured products. What we 
do say is that defendants’ log rates in Minnesota, whether 
or not so applied at the present time, were originally 
adjusted upon some such basis, and that.under the pres- 
ent conditions they ought not be used as a test of the 
reasonable rates to be applied to interstate pulpwood 
traffic. 

An additional contention of the complainants, and one 
to which considerable testimony was directed, is that there 
is a vast difference between so-called “pulpwood” and 
“wood for pulp;” that the carriers have misapprehended 
the term and have based their present pulpwood rates 
upon the classified commodity “wood for pulp;” and that 
this is evidenced by the fact that the carriers invariably 
assess class E rates in the absence of specific commodity 
rates. Pulpwood or pulpwod logs, it is averred, are noth- 
ing more nor less than rough spruce, hemlock, balsam, or 
fir logs, usually 8 to 16 feet in length, while wood for 
pulp consists of blocks or sections of these logs cut into 
23 or 24 inch lengths, barked and peeled, or rossed, and 
the knots removed. It is true that in the Western Classi- 
fication the rating given “wood for pulp,” carload mini- 
mum 36,000 pounds, is class E, and it was testified that 
in some parts of the country, notably the New England 
states, and in Canada, most of the tonnage to the pulp 
mills consists of these small prepared blocks designated 
“wood for pulp.” In the territory with which we are 
dealing, however, the rossing, or peeling and trimming, 
is usually done after arrival at the pulp mill; and, while 
there have been instances of movements of “wood fof 
pulp” in this territory, there is no evidence that there 
has ever been any regular movement of consequence, 
nor is there proof that the commodity rates on pulpwood 
were fixed with or now have any relation to the class E 
rates. Class E is apparently applied in the absence of 
commodity rates, for the reason that the Western Classi- 
fication makes no separate provision for “pulpwood” or 
“pulpwood logs;’’ consequently, all such wood or logs 
are treated as falling within the term “wood for pulp.” 
The classification question is not raised in the pleadings, 
and the testimony with respect to the distinction between 
the various forms of wood for use in the manufacture of 
pulp does not have important bearing upon the measure 
of the present rates. 

Certain secondary questions are raised by complain- 
ants. They contend that some of the Minnesota defend- 
ants have charged in excess of the Iawful rates for pulp- 
wood logs, because the tariffs named rates on logs and 
placed no limitations upon the kind of logs included there- 
under. As we have seen, however, there were commodity 
rates on pulpwood. These appear to have been applied 
and the contention in this respect is not sustained. 

Anotker contention is that defendant Duluth & fron 
Range Railroad, in computing its distance rates to En- 
dion station (Duluth), 1.8 miles short of Duluth, uses the 
Duluth-proper distances, and that these distances as to 
stations, Brimson and north thereof, are figured via High- 
land instead of via a shorter route through Drummond. 
The record is not sufficient to establish error or inaccuracy 
in this respect, but if the distances used by defendant are 
incorrect, the necessary tariff corrections must be made. 

An important phase of the case is that relating to 
the propriety of exacting a higher charge for the trans- 
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portation of pulpwood from Duluth to the destinations 
than is contemporaneously exacted for similar transporta- 
tion from Superior. The cities of Duluth and Superior 
lie opposite to each other on Lake Superior, the former on 
the north shore and the latter on the south. They are 
connected by three railroad bridges and are approximately 
two to twelve miles apart, according to carriers and in- 
terchange points. As to the Chicago, Milwaukee & St. 
Paul Railway, traffic from Duluth to Wisconsin and Michi- 
gan destinations does not have to move by bridge, there 
being a direct line via West Duluth Junction and Carlton 
involving a shorter haul than from Superior to the same 
destinations via Carlton. 

With substantial uniformity 
including the Chicago, Milwaukee 
interstate pulpwood rates from Duluth cents higher 
than from Superior. This difference in effect, the 
switching charge, the measure of which, as before stated, 
was considered in the Pulpwood case and not found on 
the record there made to unreasonable. It here 
contended, however, that in so far as interstate pulpwood 
traffic is concerned, the charge is not one for a local haul, 
but constitutes part of the through charge for con- 
tinuous haul; that pulpwood alone is subjected to such 
increased charge, and that compel shippers of that 
commodity to pay more from Duluth than from Superior 
while all other traffic is transported from the two places 
at equal rates, is to unjustly discriminate against pulp 
wood and the shippers thereof. There were incorporated 
in the record excerpts from the testimony of witnesses 
in the so-called Minnesota Rate case, 184 Fed., 765, to the 
effect that rates northbound from Superior to points in 
Minnesota necessarily have to be, and are, made the same 
as from Duluth, in order to prevent discrimination. Not- 
withstanding this fact, defendants do not deny that south 
or east bound equal rates are applied from Duluth and 
Superior to Wisconsin and Michigan points on all traffic 
except 


Duluth, 
maintain 


the lines from 
& St. Paul, 
1% 


is, 


be is 


a 


to 


pulpwood, and they offer nothing in justification 
of the exception made in the case of this one commodity. 
Under these circumstances it is our opinion that defend- 
ants operating the lines from Duluth to the destinations 
involved subject pulpwood traffic and the shippers thereof 
to undue prejudice and disadvantage and that, so long 
as the present practice is continued of applying on other 
traffic Superior rates from Duluth to Wisconsin and Michi- 
gan destinations, the rates on pulpwood or pulpwood logs 
from Duluth should be no 
Superior to the same points. 


higher than the rates from 

Complainants earnestly contend for the establishment 
of joint rates, but the arguments advanced and evidence 
relied upon are not that either commercial 
necessity or the economical and expeditious handling of 
the traffic renders such rates essential. 
view in the Pulpwood case that 


persuasive 
We expressed the 


Traffic in pulpwood cannot be’ constant 
loading point, milepost or station in or near the timber because 
the contiguous territory soon cut over. Prescribing joint 
rates from particular points would make them rigidly applicable 
from such points. The elasticity of distance rates is desirable. 
and in this case they are believed to be the best form of rates 
to prescribe. 


from a particular 


is 


The establishment of reasonable rates to the gateways will 
apparently serve complainant’s needs. 

That there is some movement of pulpwood throughout 
the entire year, that pulpwood logs are cut at the same 
time and constitute a part of general log operations, and 
that pulpwood moves from time to time from so-called 
permanent stations for log loading is conceded. WNever- 
theless, we adhere to the view that the nature of pulp- 
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wood operations renders more desirable a distanc: ile 
adjustment such as that already prescribed. 

Reparation may properly be awarded where a iis. 
criminatory freight rate has been exacted, but it does not 
necessarily follow that because a rate is found to be un 
justly discriminatory and unduly prejudicial that the 


plaining parties are the ones who have been damaced 
through its exaction. 
Whatever may be the nature of the facts, circumst f 


and conditions appearing in a particular case where repa: 

is involved, whether on account of excessive rates or by r: Y 
of unjust discrimination, there must be that degree of r- 
tainty and satisfactory conviction in the mind and judgme f 
the Commission as would be deemed necessary under the 
established principles of law as a basis for a judgment in 
(Anadarko Cotton Oil Co. vs. A. T. & S. F. Ry. Co., 20 IL. ¢ 

43.) 

Under the law there no fixed measure of damag 
favor of a shipper compelled to pay a higher rate than his 
petitor, and for private wrongs for which private injury 
flicted the compensation recoverable by the injured shipp: s 
measured by the damages actually sustained and proved 
R. R. Co. vs. International Coal Mining Co., 230 U 184 


is 


S., 


This record discloses that complainants’ sales 

with practical uniformity made on basis of a freight ( 
of 7 cents, Duluth to destinations. That is to 
pulpwood-mill consignee originally paid all of the frei 
charges and deducted in settlement with 


charges in excess of 7 cents. This substantially amount: 


Say, the 


complainants 


in each instance to the payment by the shipper of the 
charges up to Duluth, and by the consignee, of charges 
accruing from Duluth to destination. It is also shown 


that at the time of the movements with which we have 
to deal the Wisconsin mills were represented in 
purchases of pulpwood by one concern, the Pulpwood Co. 


their 
Uniform contracts were used, one of which was filed in 
evidence, and the stipulations of which were for pur 
chases f. o. b. cars at Duluth, or points taking the Dulut! 
rate, and the same paid regardless of the 
point of origin of the wood in Minnesota. 

The undue prejudice and disadvantage here found 
with respect to the charges from Duluth to the destil 
tions which are specifically declared to have been paid 
first and last by others than the Proof 
of damage to these complainants hence ni 
reparation will be awarded. 

An order will be entered 
ings herein announced. 


prices were 


complainants. 
lacking; 


is 


in accordance with the find 


ORDER. 


It That defendants Chicago, Milwauke: 
& St. Paul Railway Co.: Chicago & Northwestern Railwa\ 
Co.; Chicago, St. Paul, Minneapolis & Omaha Railway; 
Co.; Green Bay & Western Railroad Co.: Minneapolis 
St. Paul & Sault Ste. Marie Railway Co.; Northern Pacifi 
Railway Co., and Marinette, Tomahawk & Western Rai! 
road Co. be, and they are hereby, notified and required 
to cease and desist, on or before June 15, 1914, and fo! 
a period of not less than two years thereafter to abstai 
from 


is ordered, 


charging, demanding, collecting, or receiving fo: 
the transportation of pulpwood in carloads from Duluth 


Minn., to the destination points in Wisconsin and Michi 
gan named in said report any rates in excess of thos 
contemporaneously in effect over their lines for the trans 
portation of said commodity in carloads from Superio1 
Wis., to said destination points. 

It is further ordered, That the defendants named i 
the next preceding paragraph hereof be, and they severall: 
are hereby, notified and required to establish, on or be 
fore June 15, 1914, upon notice to the Interstate Com 
merce Commission and to the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
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ection 6 of the Act to regulate commerce, and for a 
\d of not less than two years after said June 15, 1914, 
aintain and apply to the transportation of pulpwood 
rloads from Duluth, Minn., to said destination points 
isconsin and Michigan rates which shall not exceed 
‘hose contemporaneously in effect over their lines for the 
portation of said commodity in carloads from Su- 
or. Wis., to said destination points. 


FERTILIZER RATES UNREASONABLE 
CASE NO. 5840 (30 I. C. C., 29-31) 
MERCHANTS’ AND MANUFACTURERS’ ASSOCIATION 

VS. CAPE CHARLES RAILROAD CO. ET AL. 


Submitted Feb. 16, 1914. Decided March 9, 1914. 
of $2.50 per net ton in carloads and $5.70 per net ton in 
s than ecarload on shipments of fertilizer from Baltimore, 
\id., to Kiptopeke, Va., found to be unreasonable to the 
extent they exceed $2.10 and $3.50 respectively. 
\. E. Beck for complainant, 
Frederick Lyman Ballard for defendants. 


Report of the Commission 

BY THE COMMISSION: 

Complainant is a corporation with office at Baltimore, 
Md. Its function is to promote the trade interests of its 
members. By complaint, filed June 6, 1913, on behalf of 
the Griffith & Boyd Co., one of its members, it alleges 
that defendants’ rates on fertilizer, both in carload and 
less-than-carload quantities, from Baltimore to Kiptopeke 
and other points on the Cape Charles Railroad in Virginia 
are unreasonable. Kiptopeke will be taken as a repre- 


sentative destination. The present rates of $2.50 in car- 
loads and $5.70 in less-than-carload quantities to Kiptopeke 
should not, complainant contends, exceed $1.75 and $3, 
respectively. All rates stated herein represent the charges 
per net ton. 


The route of movement of this traffic is northeast from 
taltimore via the Philadelphia, Baltimore & Washington 
Railroad to Wilmington, Del.; south via that line to Del- 
mar on the Delaware-Maryland line; south via the New 
York, Philadelphia & Norfolk Railroad to Cape Charles; 
thence south via the Cape Charles Railroad to Kiptopeke. 
The distance from Baltimore to Cape Charles via this 
route is 260 miles and from Cape Charles to Kiptopeke 
12 miles. The Cape Charles Railroad’s entire line lies 
between Cape Charles and Kiptopeke. There are nine sta- 
tions on this line between Cape Charles and Kiptopeke, 
rates to which are also involved in this proceeding. Rates 
to stations on this line grade up from Cape Charles and 
reach a maximum at Kiptopeke. All of these carriers are 
owned or controlled by stock ownership by the Pennsyl- 
vania Railroad Co. The New York, Philadelphia & Nor- 
folk Railroad, a subsidiary of that company, owns the 
Stock of the Cape Charles Railroad. 

The present through rates are made by combining 
the intermediate rates of $1.55 to Cape Charles and 95 
cents beyond in carloads, and of $2.50 to Cape Charles 
and $3.20 beyond in less than carloads. The carload rate 
of 95 cents from Cape Charles to Kiptopeke is one pre- 
scribed by the Virginia corporation commission on intra- 
State traffic, and the less-than-carload rate of $3.20 from 
Cape Charles to Kiptopeke is the fourth class rate gov- 
erned by the Official Classification. Both the carload and 
less-than-carload rates from Baltimore to Cape Charles are 
commodity rates. The application of the fourth class rate 
on less-than-carload shipments from Cape Charles to Kip- 
‘opeke is, according to testimony offered on behalf of 
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defendants, due to error, and should not exceed the Vir- 
ginia corporation commission’s prescribed basis on intra- 
state traffic of 120 per cent of the carload rate contempo- 
raneously applicable for the same haul, which, if effective 
here, would add $1.14 (120 per cent of the 95-cent carload 
rate from Cape Charles to Kiptopeke) to the present $2.50 
rate from Baltimore to Cape Charles, resulting in a through 
rate of $3.64. Defendants stand ready to amend their 
tariffs accordingly. Reference was made at the hearing 
to certain correspondence and conversations which had 
passed betwen complainant’s and defendants’ representa- 
tives, in the course of which complainant refused to accept 
this proposed adjustment, but stated that it would be 
satisfied if defendants would publish rates of $2.10 in 
carloads and $3.50 in less than carloads, instead of the 
proposed $2.50 and $3.64 rates. The present combinations 
are as stated—$2.50 and $5.70. The rates would be, if 
the traffic moved under class rates, $4.20 and $6.80, re- 
spectively. 

The Cape Charles Railroad traverses an agricultural 
region given over principally to the raising of potatoes, 
which requires the application of large quantities of fer- 
tilizer to the soil. Complainant’s principal competitors in 
furnishing this needed supply of fertilizer are located at 
Norfolk. The rate in carloads from Norfolk to Cape 
Charles is $1.50, and from Norfolk to all points on the 
Cape Charles Railroad other than Cape Charles $2, these 
being the only joint through rates on fertilizer to Cape 
Charles Railroad points published by defendants. The 
maximum distance from Norfolk under this rate is to 
Kiptopeke, shipments being handled by the New York, 
Philadelphia & Norfolk in what is equialent to a switching 
service to the water front in Norfolk, thence by barge 
to Cape Charles and via the Cape Charles Railroad be- 
yond. All-water routes are available to all points on the 
Cape Charles Railroad from Norfolk, which fact requires, 
according to defendants’ statement, the publication by 
them of this all-rail rate of $2, which they say is unrea- 
sonably low. Defendants transport about 90 pet cent 
of the fertilizer consigned to Cape Charles Railroad points 
which originates at Norfolk. 

Philadelphia manufacturers also ship fertilizer to sta- 
tions on the Cape Charles Railroad. The rate in carloads 
from‘ Philadelphia to Cape Charles is $1.50, or 5 cents 
less than from Baltimore. In constructing the through 
rate from Philadelphia there is added the same local rate 
from Cape Charles to Kiptopeke as the Baltimore shipper 
pays for that part of his through service. The distance 
from Philadelphia to Kiptopeke is 228 miles. 

The carload rate of $1.55 for the 260-mile haul from 
Baltimore to Cape Charles yields about 6 mills per ton 
per mile, and the less-than-carload rate of $2.50 between 
those points about 1 cent. These rates are blanketed 
south from Salisbury, Md., to Cape Charles, a distance of 
89 miles. The carload rate of 95 cents for the 12-mile 
haul from Cape Charles to Kiptopeke yields about 7.9 
cents per ton-mile, and the less-than-carload rate for that 
service of $3.20 yields 26.6 cents. The rate per ton-mile 
for the through haul from Baltimore to Kiptopeke is 
about 9.2 mills under the $2.50 carload rate and slightly 
in excess of the 2 cents under the $5.70 less-than-carload 
rate. In 1913 there were shipped to Cape Charles Rail- 
road stations 2,481,660 pounds of fertilizer from Baltimore, 
2,330,963 pounds from Norfolk, and 311,000 pounds from 
Philadelphia. The minimum weight applicable on carload 
shipments to these points from Baltimore is 40,000 pounds. 


_The Cape Charles Railroad paid to the New York, Phila- 
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delphia & Norfolk in 1912 a dividend of $11,790, or 6 
per cent, from a net income of $13,341.36. 

Considering all the facts appearing of record, we are 
of the opinion, and find, that defendants’ present rates 
are unreasonable for fertilizer in carloads and less than 
carloads to the extent they exceed $2.10 per net ton in 
carloads, minimum not to exceed 40,000 pounds per car, 
and $3.50 per net ton in less than carloads, and that joint 
rates should be established by them in those amounts ac- 
cordingly. We shall expect defendants to readjust their 
rates to other stations on the Cape Charles Railroad in 
proper relation to rates herein prescribed as maximum to 
Kiptopeke. 

An order will be entered in accordance with the views 
herein expressed. 


ORDER. 


It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before June 1, 1914, and for a period of not 
less than two years thereafter to abstain, from charging, 
demanding, collecting, or receiving their present carload 
and less-than-carload rates for the transportation of fer- 
tilizer from Baltimore, Md., to Kiptopeke, Va., which said 
rates are found in said report to be reasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
before June 1, 1914, upon notice to the Interstate Com- 
merce Commission and the general public by not less than 
five days’ filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, and for a period 
of not less than two years after said June 1, 1914, to 
maintain and apply to the transportation of fertilizer from 
Baltimore, Md., to Kiptopeke, Va., rates not to exceed 
$2.10 per net ton in carloads, minimum weight not to ex- 
ceed 40,000 pounds, and $3.50 per net ton in less than car- 
loads, which rates are found in said report to be reason- 
able. 


BOSTON AND MAINE ORDERS 


The New Hampshire public service commission has 
made the following orders in the Boston & Maine rate 
case: 

Order No. 283 allows the cancellation of commodity 
rates on plaster, including wall and woodpulp plaster, and 
the application to those commodities of the appropriate 
class rates fixed by Order No. 251. 

Order No. 284 allows the cancellation of certain com- 
modity rates on wooden boxes, sand, scythe and whet- 
stones and certain mill supplies, between Littleton and 
Pike and the substitution therefor of the appropriate class 
rates fixed by Order No. 251. 

Order No. 285 allows the cancellation of commodity 
tariffs applicable on lime and cement and the substitution 
therefor of the appropriate class rates fixed by Order No. 
251, except that the maximum rate shall in no case exceed 
10 cents per 100 pounds. 

Order No. 286 allows the cancellation of certain tar- 
iffs and parts of tariffs covering the transportation of 
cardboard, sandstone, whetstone and scythe stones, chair 
stock, couches and fish, and the application to those com- 
modities of the appropriate class rates fixed by Order No. 
251. 

Order No. 287 contains a schedule of maximum rates 
on rough lumber destined to Lisbon and Woodsville for 
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manufacture and reshipment, and contains also a maxi 
mum schedule of rates for the transportation of wood 
pulp between mills of the Henry Paper Co. at Livermore 
Falls and Lincoln. 

Order No. 288 contains a general distance tarifi 
lumber applicable between all points in New Hamps 
and all other points on the Boston & Maine system. 
rate fixed varies from 3 cents per 100 pounds for 5 n 
or less to 5% cents at 50 miles, 7% cents at 100 n 
10% cents at 200 miles, and 11% cents at 300 miles. 

Order No. 279 fixes a maximum distance tariff on 
anthracite, bituminous and coke screenings, running from 
65 cents per ton at 10 miles or less to $1.20 per ton at 
100 miles and $1.55 per ton at 200 miles. 


Order No. 280 allows the application of the appro 
priate maximum class rates fixed by Order No. 251, to 
fertilizer, phosphates, agricultural salts, ground bone, wood 
ashes and numerous other fertilizing materials. 

Order No. 281 allows the application of the appro 
priate class rates fixed by Order No. 251 to paper and 
paper articles, including building paper, news 
roofing paper, toilet and wrapping paper, cardboard and 
several other similar commodities, with certain provisions 
limiting the rate between New Hampshire points and 
points in eastern Massachusetts to not more than 10 cents 
per 100 pounds in carloads, and to points in western Mas 
sachusetts and New York to not less than 15 cents per 
100 pounds in carloads. 


printing, 


CANADIAN RATES LOWERED 


substantial reductions in freight rates are made in 
a decision handed down by the railway commission of 
Canada. It provides for new rate zones and standardiza 
tion of tariffs. 

All Canada west of the Great Lakes will be divided 
into three zones. The first will extend from the 
to the mountains and will be known as the prairie se 
tion. The Pacific section includes British Columbia, 
while the zone to be known as the British Columbia 
lakes section applies to the navigable waters in that 
province. 

For each of these sections a standard of maximum 
freight rates has been set. What is at present known 
as the Manitoba standard has been extended to fix all 
rates in the prairie and British Columbia lakes sections 
abolishing the higher rates now charged in Saskatchewan 
and Alberta. 

While the Pacific section rates will be somewhat 
higher than those of the prairie and British Columbia 
lakes sections, they will nevertheless be lower than the 
maximum now in force in Saskatchewan, Alberta and 
British Columbia, the provinces included in this section 

The reduction will amount to from 5 to 30 per cent 
on nearly all classes of goods on all railways operating 
from Winnipeg to the Pacific coast and will go into effect 
on September 1 of this year. 


lakes 


WESTERN READJUSTMENT ASKED. 

At a conference of tariff commissioners of eleven west 
ern cities held Tuesday in Denver it was decided tha‘ 4 
petition should be filed within 90 days before the Inter 
state Commerce Commission for a general readjustmen' 
of transportation rates for trans-Missouri territory, pro 
vided a compromise is not reached between the carricrs 
and the interested communities within that period. 
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Refrigeration of Fruit Cars 


Present Custom in Settling Freight Claims Costing Railroads Large Amount— 
Fault with Shippers, Says Writer 
(Written by R. V. GILLISPIE of St. Louis) 


In the following I will endeavor to bring out facts 
that will assist in convincing parties interested that the 
present custom in settling freight claims on perishable 
shipments is costing the railroads a large amount where 
in many cases there is no liability whatever with the 
carriers. 

Under the present custom, liability is admitted on 
carload shipments which en route are delayed between 
icing stations in excess of 24 hours or the bunkers are 
allowed to become less than half full. The following 
will prove conclusively that these conditions will not 
have a deteriorative influence upon the fruit, and in most 
cases any damage that is sustained is caused by a poor 
grade of fruit being loaded, or because the car in which 
shipment moves is aot in such physical condition as to 
properly produce and hold refrigeration. Any statements 
made in the following can be proven by going to either 
practical or scientific men on refrigeration, and, for spe- 
cific reference, can refer you to any of the following 
well-known books: “Refrigeration and Ice Machinery,” 
issued by the International Correspondence Schools; 
“Elementary Refrigeration,” by F. E. Matthews; “Refrig- 
eration,” by J. W. Anderson; “Artificial Ice and Refrig- 
eration,” by L. M. Smith; “Refrigerating Engineer,” by 
O. Gueth; “Refrigeration and Artificial Ice,’ by Wallace 
Taylor. 

Any temperatures used in this statement can be 
verified by referring to the United States Weather De- 
partment. 

One pound of ice at 32 degrees, reduced to one pound 
of water at 32 degrees, will consume 142 heat units, or 
one ton of ice at 32 degrees, reduced to one ton of water 
at 32 degrees, will consume 280,000 heat units. Twenty 
thousand pounds of peaches contain 510,000 heat units 
where the temperature in the producing territory aver- 
ages 85 degrees. Therefore, we find that two tons of ice 
are required to remove the field heat from each car of 
20,000 pounds of peaches, and removal of the field heat 
reduces the temperature from 85 degrees to approximately 
60 degrees, with a consumption of approximately two 
tons of ice, and we know from practical experience that 
the fruit consumes this amount of ice in from four to 
six hours. Therefore, in most cases, the fruit is reduced 
to a temperature of 60 degrees before reaching the first re- 
icing station and the field heat entirely removed, which 
leaves only from two to four degrees of body heat to be 
removed. With the bunkers full of ice and the car prop- 
erly refrigerated, this body heat will be entirely removed 
in the succeeding 45 minutes to one hour with a melting 
of less than one-half ton of ice. 


Amount of Ice Required. 


After the removal of the field and body heat from the 
fruit, you will find by referring to tables published by 
various refrigerating men of prominence that the amount 
of ice required to hold the temperature for 24 hours 
equals, approximately, one-fifth of the amount of fruit— 
in other words, it would require about two tons. each 
24 hours to hold 20,000 pounds of peaches at a tempera- 
ture of 45 to 50 degrees; therefore, proving that in cases 


where cars are not iced every 24 hours and the bunkers 
are allowed to become less than half full, this condition 
will not have a deteriorative influence upon the fruit, 
as ice will only melt so fast and refrigeration is only 
produced by the meltage of ice, and until such time as 
the bunkers become less than one-third, to one-fourth full, 
we have sufficient ice to produce refrigeration, unless the 
car in which shipment is loaded is in defective condition 
and will not properly hold refrigeration. 

The insulation of refrigerative equipment is a mat- 
ter of vital importance from an ice-saving and claim- 
reducing standpoint. However, it is a question too deep 
to be discussed at this time. 

Air is the best non-conductor of heat and refrigera- 
tive producer, but it must be kept still, for, if allowed 
room to form a.current, it will convey a large quantity 
of heat from the outer walls to the interior of car, since 
rapid currents of air are formed from air that is free 
to move between the walls, this now being one of the 
greatest handicaps to the present refrigerative equipment, 
as in most cases the cars are not so equipped as to stop 
the circulation of outside air through the car. 

The proper closing of side doors at loading stations 
is a matter that cannot be too closely watched, as we 
find in a large number of cars‘the doors are not properly 
closed by not placing the door latch in the doorkeeper. 
This forces the door to stand open from two to three 
inches, and, in a number of cases, results in claims, as 
it is impossible to produce the proper refrigeration within 
the car if the door is not properly closed. 

We will confine this article strictly to the handling of 
peaches and endeavor to give an example that will assist 
in making the object of this letter clear to those not 
acquainted with the handling of this commodity from a 
practical standpoint. (However, this will apply in a 
general way to all commodities handled under ice—that 
is, if not precooled before loading; there, of course, will 
be a small difference in the amount of field heat in the 
different commodities, also a slight difference in the 
amount of ice consumed.) 

An Example of Peaches. 


For specific reference we will take peaches loaded 
on the line of the St. Louis & Southwestern of Texas 
south of Tyler. The shippers will order a car for loading 
from the carrier on the afternoon of the day before same 
is wanted for loading. This car would be initially iced 
at Tyler during the night and will be at loading point 
in from six to eight hours after being initially iced. 
Bunkers of car on reaching loading point will be practically 
full of ice and so reported by the inspector in charge of 
loading. The loading of this car will be finished during 
the afternoon and in most cases we find the bunkers 
three-fourths full at the time loading is completed. Car 
on the return move under load will reach Tyler, the 
first re-icing station, with bunkers approximately half 
full of ice and will be re-iced to capacity and forwarded, 
to be re-iced again at Texarkana, where we again find the 
bunkers about half full. However, we have succeeded 
in removing all the field and body heat by the time the 
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car arrives at Texarkana and in case this shipment is 
not re-iced at Little Rock, the next regular icing sta- 
tion, and is allowed to run to St. Louis (which would 
make the lapse of time between icing stations in excess 
of 24 hours), we find cars moving under this condition 
reaching St. Louis with the bunkers approximately one- 
third full. However, on arrival of this car at destination, 
regardless of the condition of the fruit in a great many 
cases, the delivering carrier is presented with claim, 
based on the fact that car was not re-iced in transit 
after 24 hours. On presentation of claim, the carrier 
to whom claim is presented makes a certain amount 
of direct investigation and, upon receipt of advice that 
car was not re-iced at Little Rock, which, in itself, under 
the present manner of handling claims of this character, 
locates liability, the claim is paid, but in a number of 
cases there is no liability whatever on the part of the 
carriers on account of neglect to ice car within the 
24-hour period. 

It may be somewhat of a surprise to parties inter 
ested to know that the various Fruit Growers’ Associations 
throughout the Southwest have employes at all icing 
stations who report to them daily any cars arriving at 
icing stations low of ice or any cars that are not 
re-iced. 


LACKAWANNA WINS SUIT 





The United States Court of Appeals has filed an opin- 
ion at Trenton, N. J., dismissing the suit of the United 
States government against the Delaware, Lackawanna & 
Western Railroad Co. and the Delaware, Lackawanna & 
Western Coal Co. for alleged violation of the commodity 
clause and the Sherman anti-trust law. 

The court holds that there is no United States law 
or decision prohibiting the same set of individuals holding 
stock in two distinct corporations, even though they may 
be engaged in kindred business. 

The decision was announced by Judges Gray, Buf- 
fington and McPherson of the third judicial circuit. 

The action was brought in the federal court in New 
Jersey, but through a certificate of expedition filed by 
Attorney-General McReynolds was heard by the judges of 
the Court of Appeals at Philadelphia in January. 

The case is considered of the highest importance by 
the government, as it is one of the steps planned by 
the Department of Justice in its efforts to break up what 
it alleges to be a monopoly of the anthracite coal trade. 

The case, which was brought under both the Sherman 
antit-trust law and the commodities clause of the Hepburn 
railroad law, in all probability will go direct to the Su- 
preme Court of the United States. 

The decision is the second that this court has handed 
down in a commodities clause case. 


ONION SPECIALS FROM TEXAS. 


The annual series of “onion specials’ will soon .be 
running from Texas to Chicago and other eastern mar- 
kets. The vegetable is being delivered in large quantities 
at Laredo, Tex., the center of an enormous traffic in 
onions. From Laredo special trains are sent to St. Louis, 
Kansas City and Chicago, from which points the Texas 
product is distributed north, west and east. Heavy ship- 
ments are made also from Laredo to Galveston and thence 
by water to New York, New Orleans and other ports. 
Chicago to the main distributing centers on the coast. 
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PRELIMINARY ABSTRACT FOR 1913 


The following memorandum concerning the issue 
the preliminary abstract for 1913 has been published } 
Secretary George B. McGinty of the Interstate Commer 
Commission: 

“The great demands upon the printing appropriation « 
the Interstate Commerce Commission caused the disco! 
tinuance last year of the general free distribution of th 
Preliminary Abstract of Statistics of Common Carriers, a 
well as of various other publications. The arrangement 
then made, by which copies of the preliminary abstra: 
could be purchased from the superintendent of documents 
will be substantially applicable to the issue of the prelin 
inary abstract for 1913, which will be ready for 





soon 


delivery. Copies of this publication may be obtained b; 
purchase from the superintendent of documents, gov 
ernment printing office, Washington, D. C., for 25 cents 


each, if ordered at once from the superintendent of docu 
ments (not from the Interstate Commerce Commission) 
as only a limited edition will be printed. 

“The 1913 preliminary abstract (179 pages, 94 by) 
11% inches) is similar to the 1912 abstract. It presents 
extensive statistics for the year ending June 30, 1913, fron 
the reports of steam roads having operating revenues 
above $1,000,000 for the year, comprising numerous items 
showing mileage, revenues and expenses in detail, operat 
ing statistics, freight traffic movement and equipment, as 
well as balance sheet, income statement, profit-and-loss 
statement, and also certain figures from the reports of the 
principal express companies and the Pullman Co. The 
abstract does not contain any summaries or total] figures 
for the carriers as a whole, but merely includes, in tabular 
form, the returns of individual carriers.” 


CAR SURPLUS AND SHORTAGE 








Statistical Bulletin No. 165 of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups, from Nov. 30, 1912, to April 1, 1914. The 
surplus cars have begun to increase after the temporary 
activity in March, while the shortage is reduced to prac 
tically a negligible figure. 

The total surplus, April 1, 1914, was 141,525 cars; 
March 15, 1914, 132,010 cars; April 1, 1913, 68,792 cars. 

The increase in surplus box cars was general in all 
parts of the country except in group 8, covering Kansas, 
Colorado, Missouri, Arkansas and Oklahoma, and in‘group 
10, covering the Pacific coast. In both of these groups 
there is a small reduction in surplus. 

There is a substantial increase in surplus coal cars 
except in group 3, covering the Ohio, Indiana and western 
Pennsylvania fields, where the surplus has been reduced 
to 9,803 cars. There is also a small reduction in group 8. 

The total shortage, April 1, 1914, was 2,013 cars; 
March 15, 1914, 7,145 cars; April 1, 1913, 10,804 cars. 

The reduction in shortage is general all over the coun- 
try except in Canada, where there is a slight increase. 


RECORD CITRUS CROP. 

The railroads are preparing to handle a record citrus 
crop from California. Estimates prepared in Los Angeles 
assert that fully 45,000 carloads will be shipped from that 
state this season; only 18,000 were moved a year ago. 
Conferences have been asked by shippers’ organizations 
in southern California with railroad traffic officials to avert 
any possible car shortage. 
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ADVANCE RATE HEARING 


't Is Over for the Present—Lake and Rail Rates 
Hearings This Week 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 
The advanced rate case is over for the present, the 
nd having come on Wednesday, when the hearings on 
lake-and-rail rates were finished. That phase of the 
proposed increases was more stubbornly contested than 
any other phase, except the proposed imposition of a 
separate charge for spotting, or switching, as those op- 
posed to any change prefer to call the service rendered 
on private tracks, so-called, but which under the authority 
of the Union Lime Co. case, decided on Monday, can 
hardly be called private tracks, at least not in Wisconsin. 
Chicago and Duluth interests have strenuously opposed 
any increase in the lake-and-rail rates on the theory that 
the control of the so-called standard package steamers 
by the railroads has been used to keep business from 
moving rail-and-water through the device of increasing 
lake rates because, as the owners of the package lines 
assert, they have not been operated at a profit. 


The lake-and-rail part of the case is a phase of I. and 
S. No. 333, the issue raised by the filing of the tariffs 
stating higher rates. That part of the advanced rate 
case will not be discussed at the end of the month, but 
will be reserved for consideration in the light of the 
answer the Commission makes to its own inquiry, “Are 
the revenues of carriers in Official Classification territory 
sufficient?” 

Inquiry Comes to an End. 


The inquiry of the Interstate Commerce Commission 
into the adequacy of the revenues of railroad carriers 
came to an end April 3 and April 27 was fixed as the 
date for oral argument. That means there will be no 
more of the spotting, and other special services testimony. 

Chairman Harlan expressed the hope that briefs could 
be filed and arguments made by April 20, but Mr. Brandeis 
and attorneys for the shippers said April 27 was the 
earliest date they could be ready. Mr. Brownell of the 
Erie, speaking for the railroads, offered to submit the 
case on the record if the issue were confined to the query 
as to whether the revenues are sufficient. 

When April 27 was fixed as the argument day he an- 
nounced that the carriers would not only ask to argue 
No. 5860, but I. and S. No. 333 as well,.and the matter 
so stands. 

The low estate of the railroads in Central Freight 
Association territory was the topic under discussion at 
the April 3 morning session. Chairman Harlan, at the 
close of the Thursday afternoon meeting, had said that one 
hour would be devoted Friday morning to the general ad- 
vanced case and then the lake-and-rail rates would be 
taken up, but that program had to be abandoned. 


W. S. Maxwell of the Wabash, in beginning his testi- 
mony said that even if the C. F. A, roads got the five 
per cent increase some of them would hardly be able to 
keep out of the bankruptcy courts if present conditions 
continued much longer. He said the five per cent would 
be a relief, but it would be only temporary at best. He 
suggested that on account of the disputes which have 
arisen with regard to the basis of rates in that territory 
that the Commission conduct a special investigation of 
them, as it did with regard to New England rates. The 


Commission as a result of that investigation said that 
some rates might well be raised in that territory. 


Minimum Advance Asked. 


Explanation of the 5 cents per ton minimum ad- 
vances asked for by the railroads in Official Classifica- 
tion territory was attempted by Mr. Maxwell. The 
request for an explanation was made by Chairman 
Harlan. 

Mr. Maxwell, to cite an example, said that the coal 
rate from central Illinois to Chicago is 82 cents, and 
that 5 per cent of that rate is 4.01 cents, but that in 
the tariffs it was proposed to make an advance of 5 
cents per ton. 

“It is a matter of sticking to some sort of a fig- 
ure,” said Mr. Maxwell. “Unless some standard is set 
the railroads would get a short return through irregular 
construction of tariffs.” 

It was pointed out by Mr. Maxwell that, unless an 
advance of 5 cents per ton were obtained, on low 
commodities, such as gravel, the railroads would get 
nothing. Rates on this commodity, he said, hauled 
in Central Freight Association territory range from 30 
cents to 40 cents and 50 cents. 

“Assuming the rate of 30 cents per ton for a 
short haul, say, 20 miles,” interposed Mr. Harlan, “an 
increase of 5 per cent would be 1.5 cents, but instead 
of an increase of 1.5 cents you would make the rate 
35 cents per ton.” 

Mr. Maxwell said examination would show that 
most of those low rates have been hammered down, 
but admitted that a tariff hardly ever got below 25 
cents. He added that operating men say frequently 
they would not want business producing less than that 
amount. It would be valueless, he said, and not worth 
the trouble of putting the traffic on and off the cars 
and using railroad property. 


A 40 Per Cent Increase. 

Commissioner Clements said it is frequently heard 
that there are advances of 40 per cent and more. Mr. 
Maxwell said examination might show in cases of short 
hauls where such increases are proposed, but he said 
he could not state that accurately without looking up 
the tariffs. 

Attorney Louis D. Brandeis, representing the Com- 
mission, called Mr. Maxwell’s attention to the fact that 
the increase proposed on limestone from Moundsville, 
W. Va., to Bellaire is 40 per cent. 

“Has anyone so analyzed the proposed rates to say 
exactly what the increase is?” asked Chairman Harlan. 

“No, sir,” replied Mr. Maxwell. 

“It must be more than 5 per cent,” suggested Mr. 
Harlan. 

“TI think not,” said Mr. Maxwell. “I believe it is 
less than 5 per cent.” 

He said he could not make that statement accu- 
rately, either, but based his reason on the fact that 
the low rates on heavy commodities will offset the 
higher rates and result in a general advance of less 
than 5 per cent. 

Attorney Brandeis and Attorney Frank Lyon and 
R. M. Johnston, the latter two representing the Pitts- 
burgh Coal Co., called attention to increases proposed 
on coal rates which they said would be in excess of 
5 per cent. Mr. Johnston said that the increase on coal 
shipped by rail from the Pittsburgh district would 
amount to between 9 and 10 per cent. Mr. Brandeis 
also called attention to the fact that the increase in 
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ore rates in many instances would be more than 56 
per cent. 

Mr. Maxwell said that on the great bulk of coal ton- 
nage moving from Southern Illinois the rate increase is less 
than 5 per cent. The rate to Chicago is $1.03 now, he said, 
and it is proposed to increase it to $1.08, and that moving 
beyond would be subjected to an increase of 5c per ton, 
making it less than 5 per cent. 


Maxwell on Rates. 


Mr. Maxwell took the stand to support the claim that 
rates in Centra Freight Association territory—represented 
roughly by a line drawn from Buffalo to Pittsburgh and 
through to the Ohio river and west to the Mississippi 
river—are less than in any other section of the country. 
Indeed, Mr. Maxwell said it was his belief that the rates in 
that territory are less than in any other place in the 
world. The class rates do not balance properly, he said, 
and proportionately are lower than class rates in other ter- 
ritories. Speaking of states, he said that Indiana gets 
transportation rates almost for a song and that the same 
applies to the greater part of Ohio traffic. 

He was examined by Attorney W. S. Minnis, an effort 
being made, among other things, to offset testimony sub- 
mitted by Clifford Thorne. 

It was stated by Mr. Maxwell that he was confident 
that a 5 per cent increase, while a great help,,would be in- 
sufficient to yield the required revenues for the Central 
Freight Association Lines, which were declared to be in a 
condition well-nigh desperate. He urged repeatedly that 
the level of rates in that territory is lower than the level 
in other territories. 

Answering questions by Mr. Harlan, Mr. Maxwell ad- 
mitted that none of these C. F. A. rates are due to any con- 
sideration of the C. F. A. scale by the Interstate Com- 
merce Commission. He estimated that if the C. F. A. roads 
get five per cent increase on interstate and state traffic, the 
Wabash will benefit to the extent of probably $850,000. If 
the increase is allowed only on interstate business it will 
get about $400,000. 

“To give the C. F. A. roads five per cent on their capi- 
tal stock,” interjected Mr. Lyon, “would require a 35 per 
cent increase in rates.” 


Thorne Cross-Examines. 


Mr. Thorne cross-examined Mr. Maxwell at consider- 
able length with a view to bringing out what he claims 
to be the fact that the business done on this low C. F. A. 
scale is comparatively small. He does not admit that the 
Cc. F. A. seale is substantially lower than the MacGraham 
scale, by means of which the 75-cent first-class rate be- 
tween New York and Chicago was obtained. Mr. Thorne, 
addressing the Commission, said it would be unfortunate if 
this case were submitted on the comparisons of rates put 
in testimony by Mr, Maxwell. He reiterated, by way of 
explanation, what he said in his testimony, namely, that 
when the C. F. A. scale is worked out as it should be it 
gives, in many instances, higher rates than the Mac- 
Graham scale. 

Attorney Minnis, who had been examining Mr. Max- 
well, objected to Mr. Thorne making such statements 
while Mr. Maxwell was on the stand. He said it was 
argument. 

Mr. Butterfield, who had not taken any part in the 
examination of the witness, made a statement which he 
desired to stand against that of Mr. Thorne, with regard 
to the origin of what he called “the MacGraham formula.” 
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He said that it was agreed that on sixth class between 
New York and Chicago there should be an allowance of 
six cents for terminal costs at New York and Chicago. 
After deducting the six cents from the twenty-five cents, 
which was thought to be a good sixth class rate, the 
nineteen cents remaining were divided by the mileage 
between New York and Chicago, and then rates were 
based on the percentage of the mileage to which they 
were to be applied in relation to the New York-Chicago 
distance. He said it was never intended that that formula 
should apply to any business other than that taking 
New York rates or rates based thereon. He said the 
Commission knows that rates from Albany to Chicago 
are not made on the percentage basis and that rates from 
Philadelphia and Boston have no relation whatever to 
the pereentage scale. 

“Was the deduction of six cents made on the theory 
that that represented the actual terminal cost or was it 
a hypothetical allowance?” asked Commissioner Harlan, 
who obviously had in mind the testimony brought out 
by Mr. Brandeis tending to show that the railroads per- 
formed costly terminal services in New York and Chicago 
for which, Mr. Brandeis contends, the big shipper should 
pay something additional to what he does now. 

Mr. Butterfield’s answer was that the allowance of 
six cents was purely arbitrary or hypothetical, as the 
chairman suggested. 


President Rea on Stand. 


In the estimation of those sympathizing with the ef. 
forts of the carriers to obtain higher rates, attorneys for 
shipping interests gained nothing on the cross-examination 
of President Rea Thursday afternoon. Mr. Thorne asked 
about “new” capital put into the Pennsylvania, trying to 
distinguish between that which was brought in absolutely 
from the outside and that which came in in the form of 
improvements and betterments, chargeable to capital ac- 
count, paid from surplus. Mr. Rea refused to make any 
distinction in his treatment. He said that $164,000,000 of 
the new capital came from surplus. 

“But what’s the difference; it is all money, isn’t it, and 
it belonged to the shareholders?” asked the witness. ‘The 
policy of the Pennsylvania has been to pay a steady divi- 
dend and accumulate a surplus. In 1903 our earnings 
were 14.03 per cent and in 1913 they were 9.64. We paid 
the same rate of dividend. What would be the difference 
if we had paid out all we earned in dividends? So long 
as our rates are reasonable the shareholders are entitled to 
all the profits they can make, and whether we pay it all 
out in dividends or put some of the earnings into surplus 
to spend in improvements and betterments chargeable to 
capital account makes no difference, as I see it.” 

Mr. Thorne then asked as to the sales of stocks 
bonds and Mr. Rea estimated that the company got money 
at about five per cent. Mr. Thorne wanted to know if 
the witness knew of any company or any individual getting 
money at a lower rate of interest. 

“Isn’t that tantamount to asking me if the credit of 
the Pennsylvania isn’t as good as any in the country’ !! 
it is, then I Say yes, and we want to continue having the 
best credit in the country.” 

Mr. Thorne pointed out in the way of an interroga'ivé 
assertion that if the ratio between gross income and n 
tenance on the Pennsylvania had been the same in 1:1) 
as in 1903, the earnings in the last-mentioned year wold 
have been 14.01 per cent instead of 9.64 as claimed by ‘114 
company. 
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Not Over Maintained. 


Attorney Lyon began asking questions of maintenance 
when Attorney Paterson for the Pennsylvania company in- 
terrupted and brought the discussion to a head by asking 
Mr. Rea: “Is your road over maintained?” 

“No, sir,” thundered Mr. Rea. 

“All you are doing, then, is all right?’ suggested 
Mr. Lyon. “All you ever have done is all right?” he 
added. 

“No, sir,” said Mr. 


Rea, “there are a good many 


things the Pennsylvania has done that are not all 
right. For instance, in 1908 we didn’t buy a pound of 
steel rails. That was a big mistake, and there are 
others.” 

Messrs. Brandeis and James asked a lot of ques- 


tions the purpose of which was to make a separation 
between capital devoted to passenger business and to 
freight. Mr. Rea said he didn’t believe it could be 
done and never had been. 

Mr. James has always contended that passenger 
business is done at a loss. Mr. Rea said it was hardly 
worth while discussing that, because states fixed passen- 
ger rates very largely and when the company under- 
takes to reduce passenger expenses, as it has recently, 
the state commissions come along with injunctions to 
prevent the company. During the colloquy as to the 
relative earnings of passenger and freight, C. M. Bunt- 
ing, the accounting officer of the Pennsylvania, said 
there had been rough approximations based on costs, 
but he did not attach a great deal of importance to 
them. 

“They are useful, however,” he said, “for comparing 
one year with another, but are not to be taken as 
showing the amount of capital used in freight as dis- 
tinguished from the passenger business.” 

On Friday the Commissioners who were sitting in the 
case asked W. S. Maxwell for an explanation of the five- 
cent-per-ton minimum and major fraction rule and he 
gave it. An explanation had heretofore been made by 
C. C. MeCain and other men who have to do with the 
preparation and publication of tariffs. From the fact 
that Mr. Maxwell was asked to make explanation and 
from the further fact that Clifford Thorne was asked 
to restate the substance of his testimony, it has gen- 
erally been inferred that the Commission desired to save 
time by having this explanation and restatement made 
rather than to use the time that would be required to 
read the record. 

The fact that the Commission asked Mr. Brandeis to 
make no cross-examination of the railroad presidents on 
the special service part of the inquiry has led to oppo- 
site conclusions. One is that the Commission will under- 
take to afford relief to the carriers by pointing out to 
them to cut the so-called free services, all of which are 
admittedly rather expensive. The other conclusion is 
that the Commission has come to the conclusion that 
its decision must be confined to the issue created by 
the amended statute of 1910, which is as to whether the 
proposed rates will be unreasonable. 

The railroad men who had charge of the hearing last 
week were somewhat disconcerted by the insistence of 
Chairman Harlan, Commissioners Clements, Clark, Mc- 
Chord and Meyer that witnesses should point out the 
facts which existed in 1913, at the time of the application 
for permission to increase rates was made that led them 
to the conclusion that there was a crisis in the affairs 
of the railroads of the country. The Commissioners 
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time and again insisted that the witnesses confine them- 
selves to conditions existing at the time the application 
for the advance was made instead of now, when it is 
admitted a diminishing gross and a rapidly disappearing 
net constitute a situation requiring careful consideration. 


Lake and Rail Rates. 


The advanced rate case on Saturday went back to 
the consideration of specific advances in rates instead 
of dealing with the larger question of the needs of the 
carriers. C. C. McCain, chairman of the Trunk Line As- 
sociation, was placed on the stand by the carriers to 
justify the proposed advances in lake and rail rates 
which is being stoutly resisted by the Chicago Association 
of Commerce and commercial bodies representing other 
lake cities. R. C. Butler, for the lake cities’ interest, 
and Mr. Brandeis tried to get the figures to show how 
the money is divided between the standard lake lines 
and their trunk-line owners, between the railroads and 
the ocean lines in the ocean-rail-and-lake routes, and 
between the lake and canal routes. Their object was to 
show that the trunk lines controlling the standard lake 
lines by inducing the differential lines to reduce the 
spread between all-rail and the differential lines has made 
the transportation of commodities by water so little more 
attractive than all rail that whatever the necessities of 
the water carriers may be made to appear are due to 
the fact that they are under the dominations of the rail 
carriers. 

Mr. McCain said he did not know what the divisions 
were or how large the absorption by ocean lines were 
or, in fact, anything other than the routes and the rates 
applicable by them that come within his immediate juris- 
diction. He promised, however, to ask railroad officials 
who know about such division for the information de- 
sired. Commissioner McChord asked him jin the event 
that he did not succeed in obtaining the information to 
notify the Commission as to who has it and why it is 
not obtainable. 

Mr. McCain was positive in his expression of the 
convictions that there is need for higher rates for water 
earriers and equally positive that unless rates on the 
standard lake lines go up it will be impossible for the 
differential lines to increase their rates. 


Mutual Transit Operations. 


The organization and financial operations of the Mutual 
Transit Company were written into the record in the ad- 
vanced rate case by Charles M. Heald, its first and only 
president, Monday. The details of the operation of the 
Western Transit Company were placed in testimony by A. 
T. Douglass, general manager, at the same session before 
Examiner Gerry, attorneys for the Chicago Association of 
Commerce and the Duduth commercial interests, having 
asked that they be put on the stand to afford more light 
on the subjects that have been mentioned in connection 
with the advanced rate case and the application of the rail- 
roads for authority to continue to operate boat lines, not- 
withstanding the Panama Canal amendment to the act to 
regulate commerce which says that such relations shall not 
continue after July 1 next. 

Mr. Heald, who is also general manager of the Western 
Transit Company, was the more interesting witness. Until 
1903, when the Mutual Transit Company was organized, he 
was in the railroad business, doing, as he said, every char- 
acter of railroad work. He was at one time president of the 
Pere Marquette and another time head of the New York, 
Susquehanna & Western, now a part of the Erie System. 
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Under the examination of Rush C. Butler, the fact 
was brought out that the Transit company, which is owned 
by the Mutual Terminal Co., which in turn is owned by 
the Delaware, Lackawanna & Western, the Erie, the New 
York Central and Lehigh Valley in equal proportions, pays 
six per cent on money it has borrowed from the Terminal 
company and on which the Terminal company or its rail- 
That was regarded as a 
earns aly- 


road owners pay only 4 per cent. 
sigificant fact because if the transit 
thing less than 6 per cent its books will indicate that it 


company 


operates at an actual loss, while, as a matter of fact, see- 
ing that the owners of the Transit company have borrowed 
for 4 per cent there may be a small profit. 

Transit company is $40,000 
The terminal com- 


The capital stock of the 
and of the Terminal company $60,000. 
pany, however, has issued its bonds with the par value of 
$4,560,000. bonds is $5,000,000. 


Its authorized issue of 


Trust Question Immaterial. 


“Who are the directors of the Transit company?” asked 
Mr. Butler. 

“I object,” said Mr. Butterfield. “The question is im- 
material and irrevelant. The Commission has decided time 
that even if result of a 
combination in violation of the anti-trust law it will disre- 
gard that fact and look only to the question as to whether 


and again rates are made as a 


such rates are reasonable.” 

Mr. Butler decided that he did not care to go into the 
question as to who the directors were, but instead went 
into the financial operations of the Transit and Terminal 
companies, after Mr. Butterfield had told him that the 
New York Central & Hudson River Railroad Company ownts 
one-fourth of the $60,000 capital stock issue of the Mutual 
Terminal Company. 

In answer to many questions, Mr. 
showed that as soon as the Transit Co. 
it borrowed $1,000,000 from the Terminal Co., 
it bought Northern Steamship 
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“Oh, yes, the better the Transit company gets, the 
better its credit has been getting,” said Mr. Heald. 

Mr. and did give the facts 
with regard to the cost of loading and unloading 
Western Transit boats at Buffalo, Duluth and Chicago. 
He was put on the stand primarily to controvert testimony 
given by J. H. before the House committee on 
merchant, marine and fisheries, in which he said that the 
package carriers on the Great Lakes have made no change 
forty that they load 
made no effort to use 


Douglas was asked to 


Barnes 


in the last vears; 


have 


in their methods 
and unload by 
mechanical loaders. 
Mr. Douglas said 
mechanical 
unloader 


hand and 


had been 
and thus 
shingles 


that many experiments 


with loaders and unloaders 


electrical 


made 
far an 
had been the only successful] one. 
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times as much 
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required 


On cross-examination it was 


ship receives from four to five 


money for its smaller cargo of 


longer time 


freight. 


against that is the 


unloading the 
President Heald’s Aanswers. 


Butler had no difficulty at the Monday afternoon 
Heald to give answers indi- 


the only offset 


and package 


in loading 


mC. 
session in getting President 
cating that the Mutual Transit Co. borrowed money from 
its parent company, the Mutual Terminal Co., on its six 
per cent notes, for which the Terminal Co. issued its 
four per cent bonds. Mr. Heald frankly admitted that 
whenever the transit company did not need the money it 
left it on parent company, without in- 
terest. 

Henry C. 
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to submit figures in support of his theory that lake rates 
without any ad- 
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Barlow, representing the Chicago Associa- 
stand Tuesday morning 
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a loss. If the Mutual had applied the 5 per cent 
ation rule in 1903, when it began business, it would 
paid only $460,000 for the six boats of the Northern 





ship Co. instead of. $1,000,000; application of the 
ile would have brought the Soo line boats to the 
for $428,000 instead of $600,000, the amount paid 
tead of a 5 per cent depreciation charge, only 2 per 


is allowed. On the 5 per cent basis the line started 


rpaying for the boats $707,000. If the 2 per cent 
ation is applied, the line shows a net of $274,000, 
per cent on its capital stock of $40,000 of stock, 


ch nothing was paid into the treasury. 
Lake and Rail Hearing Ends. 


hearings on lake and rail rates were finished 
Wednesday, G. Roy Hall, Julius H. Barnes and A. T. 


iss being the last witnesses. 

r. Hall, of the Duluth Commercial Club, 
istorical review of lake and rail rates in support of the 
contention that the railroads have obtained 
of the so-called standard lake package lines with 
e view of controlling transportation on the water 
it will not be too severely competitive with all-rail 
traff That has been the contention of Mr. Barlow, who, 


made a 


pos- 


esday afternoon, was put through a long cross- 
examination by Mr. Butterfield. 

In continuing his testimony, Mr. Barnes said there 

natural connection whatever between rail and 

vater carriers. His contention is that no rail carrier 

should ever have any voice in the fixing of water rates 

Congress, he said, has spent $117,000,000 in improving the 


nnels of the Great Lakes and spends $1,250,000 annually 
r maintenance. 
ser\ 


The water rates should always be the cost of 
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commission, and if the free play of competition were 
allowed, the rates would come down.” 

Over the objections of Mr. Butterfield, Mr. Barnes 
quoted the opinions of Roy W. Wolvin that 6% cents 
would be a profitable rate on flour from Duluth to Buffalo. 
After that opinion had been stated, Mr. Butterfield said 
he didn’t know he had as much objection to it as he 
thought he had. The Wolvin opinion, however, was based 
upon the proposition that it would be a profitable rate 
if a full cargo was obtained by each ship on each trip 
without solicitation. 

Empty Cost Balanced. 


In making that estimate he did not take into consid- 
eration accidents to ships or deays in waiting for cargoes, 
but said that the ships could go back light from Buffalo 
on such a rate. In other words, the assurance of full 
cargo at Duluth and the elimination of the cost of so- 
liciting business would fully balance the cost of sending 
the boats back empty from Duluth without cargo. 

As to the financial returns of the Mutual Transit 
boats, Mr. Barnes laid down a proposition that on the two 
per cent depreciation basis the net income of the line 
for ten years should be stated as $273,895. Adding to 
that what he called a proper adjustment of the interest 
account between the transit and terminal companies would 
bring the net income of the Mutual Transit Co. for the 
ten years up to $513,895 on the capital stock of $40,000. 

Mr. Barnes contended that of lake-and- 
rail rates would be merely a preservation of the present 
arrangement whereby the rail 
competition by water 
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general manager of the Western Transit 


Co., was placed on the stand to show that all the package 
freight carriers have made full investigation of the me 
chanical loading and unloading devices. and thus far have 
not found any of they to be Tren labor of ost savers 
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